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Wew York, New Haven & Hartford R. R. 
Multiple-Unit Train 


N ew York, Westchester & Boston 
Multiple-Unit Train 


HE Pennsylvania, the Long Island, the New 
York, New Haven & Hartford and the New York, 
Westchester & Boston are among the steam rail- 
roads that have successfully solved their suburban 
problems in their most congested areas by means of 
High-Speed, Electric Multiple-Unit Trains. 


The introduction of Multiple Unit Trains has carried 
with itimproved suburban service with cleaner trains, 
maintaining faster schedules; also, relief from termi- 
nal congestion with a corresponding increase in track 
efficiency due to the reduction in train movements; 
and increased value of real estate along the right of 
way because of absence of smoke and cinders. 
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The New Era Begins 
for the American Association 


RED-LETTER day in the annals of the American 

Electric Railway Association is April 2, 1925, for 
on that day the new managing director, Lucius S. 
Storrs, formally took office. Coming as he does from a 
large property where he has made an enviable record, 
he has an excellent background to work on. Many 
problems await him. Financing electric railways 
deserves close attention. Securing better public rela- 
tions, and telling the railway men how to present their 
side of the picture, is another problem. The adoption 
of the latest transportation tool, the bus, helping to see 
it in its true perspective and give it the proper place 
as an integral part of co-ordinated transportation serv- 
ice, is still another problem—and one of major propor- 
tions. Right now the industry is confronted with the 
need for regulation of interstate motor traffic, which 
has been thrown into chaos as a result of the recent 
decision of the United States Supreme Court. These 
are just a few of the things that will demand earnest 
attention from Mr. Storrs. 

To obtain best results too much help cannot be 
given the new managing director. It is only by team- 
work that he will be able to accomplish maximum 
results. While his services will be available to every 
railway in the country, as well as to the public, the 
railways and the public can well afford to make their 
Services available to him. The ELECTRIC RAILWAY 
JOURNAL pledges its full support to Mr. Storrs, and at 
the outset wishes him and the association the greatest 
of success in the new undertaking. ; 


Everything Points to the 
Best Convention Ever 


REPARATIONS for the annual convention of the 

American Association are now well under way. 
Arrangements have been made on substantially the 
same terms as last year for the use of the facilities at 
Atlantic City. Nothing is in the way of bettering the 
performance. The space available for exhibits is lim- 
ited to some 90,000 sq.ft., hence to get the most out 
of it every bit must be made to count. 

One thing that will make the exhibits more valuable 
is the display of products that have been in service. 
A railway man likes to see the latest developments, it 
is true. Even more is he interested in things that have 
been weighed in the balance and not found wanting. 
In the past the exhibits that have attracted the most 
attention from operators have been those that showed 
what the part looked like after it had been used for 
all or a considerable portion of its natural life. 

An innovation this year is the construction of a tem- 
‘porary track that will permit exhibitors to transport 
complete cars to and from the pier and vicinity with 
less labor than in past years and at a cost that is not 
prohibitive. Not only should manufacturers seize the 


opportunity, but operating companies should.be willing 
to give others the benefit of their experience by ‘the 
exhibition of cars that have proved successful in service. 
Taken off the street, they should make apparent the 
value of the best practices in a way better than new 
equipment can do. 

So let every one plan to show the best he has, and 
make it an exhibit that will be far and away in advance 
of anything ever before attempted by the association. 


Boston Made 
a Good Bargain 


INE years ago the Boston Elevated Railway was 

on the verge of bankruptcy. The story is familiar 
to all who have followed traction history. Costs 
mounted along with the war, but as in many other cities 
fares were held down to the then universal 5 cents. The 
consulting engineer who made a report on the finances 
of the company found that there was an actual deficit 
resulting from the operations, including only a low 
rate of interest on the investment. As the property 
was being allowed to depreciate without proper allow- 
ance for renewals, the actual loss was still greater, 
the total cost being 20 per cent greater than the rev- 
enue. Evidently the road was headed for a receivership. 
As the city of Boston was interested financially, having 
spent large sums on subways, it felt that its invest- 
ment should be protected. Yet the city officials were 
unwilling to give the company the financial relief it 
needed to carry on. 

The solution adopted was that the State of Massa- 
chusetts became sponsor for the finances of the prop- 
erty. Though the company continued as a private 
corporation, the state assumed control. For the past 
nine years the road has been operated by a board of 
public trustees. The management has been progressive 
and far-seeing. Fares at Boston have been increased 
according to a formula automatic in its operation which 
could not be misinterpreted. Service was improved, 
maintenance was taken care of, and obsolete and dis- 
carded property written off the books. While there 
was a deficit the first few years conditions have since 
improved, so that eventually the state will get back 
every dollar that has been advanced to make good the 
loss. 

The excellence of the arrangement was attested 
by Mayor James M. Curley of Boston, speaking before 
the New England Street Railway Club last week. His 
address is published elsewhere. The city is so well 
pleased that now it desires to extend the contract for 
control of the railway system an additional twenty 
years. More than that, the plan is held up by the Mayor 


“as a model that might well be copied by cities all over 


the United States. With such an indorsement as this, 
the public trustees and the men who had the vision 
to put the plan forward may well feel repaid for their 
efforts in providing the Boston district with a modern 
transportation system. 
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Better Marking Is Needed 
to Indicate Bus Routes 


URING a recent visit to a small town where street 

railway service has been entirely replaced by buses, 
an editor of this paper had occasion ‘to ask how to 
reach one of the local bus lines. He was directed to go 
down the street until he reached the car tracks, where 
he could get a bus. 

Surely this was a strange way to give directions 
in a town where the bus has been substituted for the 
trolley car. But it illustrates an inherent advantage 
of the railway, and shows that something yet remains 
to be done by the bus men in the line of improving 
service. 

Tracks, poles, and overhead wires are visible evidence 
of the location of a transportation route. Moreover, 
the trolley poles are usually so marked that prospec- 
tive passengers know where to wait for their vehicles. 
Where traffic is heavy, many street railways have also 
adopted the practice of indicating the exact stopping 
places by the use of signs on the span wires or at 
the curb. This is seldom the case with a bus route. 
The advantages of having the route and stop locations 
clearly marked certainly justify the moderate cost of 
such a procedure. It is a matter that deserves the 
careful consideration of all bus operating companies. 


Valuation Practice 
Must Be Clarified 


HREE recent valuation decisions eehict have fol- 

lowed each other in rapid succession are deeply 
significant to the electric railway industry. These 
include the decisions of the federal courts in the 
Denver and Duluth cases, published in the Dec. 20, 
1924, and the Jan. 24, 1925, issues of ELECTRIC RAILWAY 
JOURNAL, respectively. The recent findings of the 
Minnesota Railroad and Warehouse Commission fixing 
the value of the street railway properties in St. Paul 
and Minneapolis were published in the March 14, 1925, 
issue. 

Each of these decisions shows an increasing insight, 
on the part of those charged with the review of valua- 
tion evidence, into the unsound but plausible theories 
that have been advanced in the past to obtain low valua- 
tions. There is a consistent rejection in these findings 
of the absurd and fantastic valuation and depreciation 
methods used by certain consultants engaged in the 
lucrative business of establishing junk values for rail- 
way properties. 

In Denver, track which ‘was conclusively shown by 
the company’s engineers to be in excellent serviceable 
condition due to proper maintenance was scheduled by 
the city’s consultant at a negative value. That is to 
say, its value was listed as less than zero, and sub- 
tracted from the total of the remaining’ property. 
Photographs introduced by the company to show the 
condition of this track evidently led the court to doubt 
the accuracy of the city’s evidence. 

The cities of Minneapolis and St. Paul employed dif- 
ferent consultants. Apparently they had little con- 
fidence in each other’s methods and failed to compare 
their figures. As an example, separate valuations on 
two sections of a continuous piece of track over the 
Mississippi River bridge were submitted. That on the 
east half of the bridge was scheduled as being in 80 
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per cent condition, while the portion on the west half of 
the bridge, which had received the same maintenance 
and had carried identical traffic, was assumed to be in 
50 per cent condition. 

On this same property, passenger cars built at the 
same time in the company’s shop and used inter- 
changeably between the two cities were found to be in 22 
per cent condition by the consultant for one city and 
in 72 per cent condition by the other. 

Such inconsistencies in the results obtained and in 
the values found for identical property drew caustic 
comment from the commission. Apparently much of 
the evidence submitted on this basis was discounted— 
and it should have been. The decisions of the courts 
and the commission in these recent cases, it is to be 
hoped, will establish additional precedents leading to 
more accurate statements by consultants of this class. 


—————————————— 


Central Western 
Meeting Suggested 


ORE and more during recent years the advantages 
of group thinking have been demonstrated in the 
electric railway industry. New ideas and views on 
public relations, ride merchandising, safety work, 
modernization of plant and operating methods, financ- 
ing and a host of other modern railway subjects have 
taken root and developed as a result of railway men 
getting together, comparing notes, taking stock of their 
situation and discussing methods of improving their 
practice. 

The American Electric Railway Association, together 
with its affiliated organizations, has, of course, been the 
greatest single agency for bringing railway men into 
personal contact with each other. The various state 
and sectional associations have also played an important 
part in this interchange of ideas. They bring railway 
neighbors together, stimulate friendships and at the 
same time co-ordinate the efforts of various operators 
in a given territory to solve the local problems of 
mutual interest. In the Middle West, the Central Elec- 
tric Railway Association has been an outstanding 
example of the value of sectional co-operative thinking 
and effort. More recently the railway men of Missouri, 
Kansas, Colorado, Nebraska and Oklahoma have formed 
the Mid-West Electric Railway Association. 

It has been suggested that the railways in the inter- 
vening territory, comprising the states of Iowa, Illinois, 
Wisconsin and Minnesota might profitably hold a com- 
bined meeting once a year. Of these states, the first 
three each has a state utility association. In Iowa and 
Wisconsin, a general utility meeting is held once a year, 
and the railway men in each of these states get together 
again for a second exclusively railway meeting. The 
Illinois association holds only one meeting a year, 
which is a combined meeting of all the utilities. Muinne- 
sota has no state association. 

Many large and progressive railway properties are 
located in this territory. By combining the railway 
meetings of Iowa and Wisconsin, and including the 
properties in Illinois and Minnesota, one general rail- 
way meeting could be held, which would be of immense — 
value and profit to all of the properties participating. 
Payment of a comparatively small fee by each man who 
attends would afford a simple means of financing the © 
plan. Unquestionably the benefits derived would be 
far in excess of the cost in time and expense. \ 
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Continued Improvement Expected 
in Electric Railway Situation 


A Survey of the Present Status of the Industry Made by an Offi- 
cial of a Large Manufacturing Company Indicates that Devel- 
opments of the Past Five Years Have Put the Railways on a 
More Stable Basis with Bright Prospects for Future Prosperity 


ways in the years immediately following the 

war, and the apparently growing competition of 
other modes of transportation, aroused speculation as 
to their future destiny. This caused some anxiety in 
the industries which depend upon the electric railways 
for a large portion of their business. For this reason 
an investigation was made for the benefit of William 
Wharton, Jr., & Company by Victor Angerer, vice- 
president, to determine the present status and future 
prospects of the railways. Through the courtesy of the 
company a summary is given below of this survey, 
which is supported by statistics obtained from authori- 
tative sources. 

Although in the minds of the general public an im- 
pression is somewhat prevalent that the street railway 
is on the wane and likely to be supplanted by other 
means of transportation, statistics do not bear this out. 
On the contrary, the survey indicates that many of the 
difficulties of the past have been or are being overcome. 
Figures show a consistent, steady though moderate 
growth of the electric railway business. They also 
show its importance and that no other mode of trans- 
portation has been found that would so adequately and 
cheaply meet the requirements of the public in the cities 
where the bulk of the electric railway business lies. 
A continuation of the growth of that business is to be 
expected for many years to come, although perhaps not 
in proportion to the growth of the population. 


]) wes in te experienced by the electric rail- 


SOURCES OF PAST DIFFICULTIES 


Ills from which the street railways have suffered 
since the war may be summarized as follows: 

1. Over-expansion; in the prosperous times before the 
war many lines and extensions were built on speculative 
grounds for development of territory which later proved 
inadequate to support them. During the war trackage 
and equipment were added for traffic to and from locali- 
ties which at the close of the war became dead. 

2. Increased cost of operation and taxes without 
simultaneous commensurate increases in fare. 

8. Unregulated jitney competition, in many cases 
fostered by a hostile public reluctant to accept the 
necessity for an increase in the street car fare. 

4, The phenomenal increase in the number of private 
automobiles and taxicabs. 

5. Competition of the motor bus, apparently made 

' possible by improved highways. 

6. Traffic congestion in the hearts of cities, making 
street car operation more costly and slower and causing 
passengers to desert the electric railways. for other 
means of transportation which promise to take them 
to their destination more quickly. 

The crisis of the ills mentioned in the first four 
counts was reached in 1919, when 48 street railway 


companies went into the hands of receivers. In the 
years 1918 to 1920 some 1,500 miles of track were 
abandoned. Considerable abandonment of trackage re- 
ported in later years was planned at that time, but 
actual suspension of service or dismantling of tracks 
did not take place until the necessary legal arrange- 
ments were completed. 

The inconvenience caused by the abandonment of 
service on some lines and in some localities, as well 
as the investigations conducted by various bodies, 
brought the public and the authorities to a realization 
of the necessity for higher fares. As a result, in 1920 
the average fare on the electric railways of the country 
had advanced to 7.5 cents from the former almost 
universal nickel. With this increased revenue to the 
railways came also a better feeling between the public 
and the companies and a better understanding of the 
dependence of one upon the other. 


CONGESTION IS CAUSING AUTOMOBILE OWNERS TO 
RETURN TO PUBLIC CONVEYANCES 


The unregulated jitney, while still active in some 
localities, has largely eliminated itself as a competitor 
of the railways through its own undependability and 
irresponsibility and perhaps through a better realization 
by the jitney owner of the actual cost of operating such 
a vehicle. 

A more important factor restricting the growth of 
the electric railway has been the private automobile 
and the taxicab. The extent of this influence in city 
traffic and in the congested districts is almost impos- 
sible to estimate. Undoubtedly it has affected inter- 
urban travel and the once popular pleasure riding on 
trolley cars in the summer and on holidays. As an off- 
set, a most remarkable increase has taken place in the 
riding habit much greater than the growth of the 
population. Despite the increased use of the auto- 
mobile and the taxicab, therefore, taking the electric 
railways as a whole, the number of passengers carried 
continues to increase. 

In the hearts of the larger cities the congestion cre- 
ated by the automobile and consequent traffic regula- 
tions and parking restrictions have largely served as a 
check to further growth of the use of the private 
automobile. This situation is inducing automobile own- 
ers to return to the public conveyance for city travel. 
The taxicab, no doubt, has taken a large part of this 
travel. It is figured that the taxicab now transports 
3,500,000 people per day as against about 45,000,000 
passengers carried by the electric railways. In con- 
sideration of the great difference in the rate of fare, 
however, the taxicab cannot be classed as a competitor 
of the railway. It furnishes a service that stands by 
itself for greater comfort and speed. Traffic conges- 
tion may again set the limits to the future growth of 
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the taxicab traffic and to its function as a time saver. 
A conveyance more commodious than the street car 
and covering fixed routes, but carrying more passengers 
per square foot of street surface, may have to take its 
place. The de luxe bus may thus become a competitor 
of the taxicab and to some extent may even replace the 
private automobile for strictly city travel. 

The competition of the motor bus, the survey shows, 
has attracted more attention to the future of the elec- 
tric railway industry than has any other factor. The 
widespread construction of good highways and the de- 
velopment of the bus into a reliable motor vehicle led to 
bus routes being established in direct competition with 
the electric railways. A great propaganda for these 
lines was launched, mostly for exploitation and promo- 
tion purposes. Exaggerated statements in the sensa- 
tional press, the somewhat hostile attitude of the public 
in numerous localities against the electric railways, and 
the public’s enthusiasm for gasoline-driven vehicles are 
clouding sound judgment. The propaganda is still be- 
ing pursued vigorously. Recently established or pro- 
jected motor bus lines are heralded as replacing electric 
railways, but without stating that these electric lines 
were abandoned four or five years ago during the finan- 
cial stress of the railways, or they are being substituted 
on non-paying lines. These statements give a wrong 
impression that the bus has forced the abandonment of 
the electric railway. 


REPLACEMENTS OF CARS BY BUSES HAVE BEEN FEW 


According to statistics recently compiled, five electric 
railways have abandoned service entirely and are now 
operating nothing but buses. Independent bus lines 
have entirely superseded electric railway service in 
seven cases. In addition to this, buses have replaced 
parts of electric railway systems in a number of cases. 
Altogether the survey shows bus service has replaced 
trolley service on less than 500 miles of track. This 
gives an indication of the comparatively small extent 
to which bus service is actually replacing electric rail- 
way service. More than 2,000 miles of bus routes being 
operated by the electric railways themselves as feeders 
or auxiliaries represent new transportation facilities. 

Reliable information is not available regarding inde- 
pendent bus lines operated in direct competition with 
existing railways or steam railroads. Their number is 
quite large but seems to have affected the steam rail- 
roads more than the electric lines. Competing bus 
lines in some cases are believed to have been established 
with the sole view of forcing the electric railway to 
take them over or co-ordinate the service. 

The exploitation of the bus at the present rate has 
created the prediction that history will repeat itself. 
The development is going too fast and too far, courting 
disaster, as has been the experience with the electric 
railways, and with the steam railroads in the middle of 
the last century. ‘ 

All students and investigators agree that the electric 
railway is the best medium known for mass transporta- 
tion of passengers. In the interests of the public it 
must be preserved and protected against unnecessary 
competition, and must be the foundation of the co- 
ordinated transit system of the whole community. The 
necessity riders who constitute the masses want cheap 
transportation, and the safest and most reliable and 
regular transportation in all kinds of weather. The 
bus has not been proved equal to the electric street 
car in these essentials. 


, 


The economic advantages of rails to reduce tractive 
effort and electric transmission to reduce cost of power 
have been called fundamentals of the ability of the 
electric railway to furnish cheap transportation. The 
introduction of one-man cars on less frequented lines 
or between rush hours, lighter cars, improvements in 
transmission lines and permanent ways are all tending 
to lower the operating cost as well as to reduce the 
amount of capital invested. 

The requirements for transportation in the large 
American cities cannot be compared with those of large 
cities in Europe, such as London, Paris or Berlin, where 
buses are the principal means of public surface trans- 
portation. Those cities have not the concentrated busi- 
ness sections with skyscraping office buildings holding 
the equivalent of the population of a small city which 
we have in this country. Their business is spread over 
a> much wider area and the cities themselves extend 
from the business center in all directions. Further- 
more, the number of automobiles is extremely small 
compared with the number on the streets of American 
cities. The fact that notwithstanding this easier situa- 
tion there is congestion in the heart of those European 
cities on account of the bus traffic gives strength to 
the argument that to follow their example and attempt 
to handle surface transportation in American cities by 
buses instead of by street cars would create such an 
increase in congestion that it would prove unbearable: 

American cities grow very rapidly. A comparison of 
the census of 1910 and that of 1920 shows that cities of 
from 250,000 to 500,000 population have on the average 
increased 40 per cent. Cities from 500,000 to 1,000,000 
have increased 385 per cent. Smaller cities under 
200,000 population did not increase quite so fast, the 
average being only 24 per cent. The larger cities of 
more than a million increased only 15 per cent. This 
growth and the increased number of riders produced 
thereby must be taken care of by the street railways 
by more frequent service on existing track systems, 
followed by track extensions into newly settled sections. 
Therein is the difference between the past and the future. 
In the past speculative extensions of the street railway 
preceded the settlement and building up of the sub- 
urbs. In the future such extensions will follow only 
after the new sections have been fully developed and 
the necessary amount of traffic is assured. The pri- 
vate automobile and the bus may suffice during the 
development, but the assurance of permanent and regu- 
lar service offered by the rail lines will sooner or later 
be demanded. 


EXTENSIONS WILL OFFSET ABANDONMENTS 


In the largest cities the problem has arisen as to ~ 
when the large expenditure required for the building of 
rapid transit lines, elevated or subways is warranted. 
The actual carrying out of such plans has lagged behind 
the demands of growing population for additional trans- 
portation facilities. Statistics show that where such 
lines have been constructed they have had only a limited 
effect on the rate of continued increase in the number 
of passengers carried by the surface lines. In New 
York City it has been calculated that the increase in 
population adds more than 100,000 riders per day to the 
total number of passengers carried by the surface, 
elevated and subway roads. 

There will no doubt be further abandonment of non- 
paying electric railway lines. This, however, is likely 
to be offset by the extension due to the natural growth 


April 4, 1925 


of the cities. 


growth for many years to come. 


healthy deflation. 


passengers. 


This general study of the status of the electric rail- 
way industry was made with the ultimate object of 


BEnCTR UC 


As a whole it would appear from the 
facts that the developments of the past five years have 
put the electric railway on a more stable basis than 
they were, with prospects of a moderate, continued 
Where statistical fig- 
ures show a diminution in number of miles of track 
and number of cars operated, they really indicate a 
Quite a number of small companies 
operating less than 10 miles of track have been elimi- 
nated. The large companies are firmly established and 
carrying a constantly increasing number of revenue 


the future special 
surface railway. 


cities comprising 


50 per cent of the 
hearts of cities 
The permanency 
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determining the probable influence of developments on 


trackwork requirements of the electric 
The conclusions reached are that the 


purchases of special trackwork are not likely to dimin- 
ish, as some may mistakenly believe, but may be expected 
to be materially larger during the next few years than 
they have been lately. 

The bulk of the requirements comes from special 
trackwork renewal in the paved streets of a number of 


only about one-third of the total elec- 


tric railway track mileage of the country. More than 


renewal demands are for tracks in the 
with more than 250,000 inhabitants. 
of these tracks is not likely to be 


Determination of Special Trackwork Requirements 


To arrive at the total amount of 
special trackwork now in service, the 
proportion that it forms of the total 
track operated on representative sys- 
tems was studied. Figures obtained 
varied from 5 per cent on systems hav- 
ing a large amount of suburban and 
some interurban track to more than 10 
per cent on urban systems. Percentages 
were then applied to the mileage fig- 
ures of the country to give the approxi- 
mate number of feet of track of special 
trackwork in service under the different 
kinds of operation. Dividing the special 
trackwork into its various representa- 
tive units —i.e., single branchoffs, 
double branchoffs, crossings, crossovers, 
turnouts, plain curves, etc., of average 
dimensions—the average value per foot 
of track was figured, taking into con- 
sideration the type of special trackwork 
generally used under the different con- 
ditions. 

The next and most difficult figure to 
determine was the life of the work 
under different conditions. Records and 
opinions of street railway engineers 
were consulted, as well as the records 
of the Wharton company of partial 
and whole renewals of layouts in dif- 
ferent localities. The number of years 
given in the fifth item of the table are 
believed to represent a fair average. 

In addition to the renewals there is 
the new work required for extensions 
of trackage due to the natural growth 
of the cities. This is still quite a factor 
which is not likely to be counterbal- 
anced through any further abandon- 
ment of existing tracks in the cities. 

Total figures from this calculation 
show that the special trackwork in 
service on the surface electric railways 
of the United States represents a pres- 
ent replacement value of more than 
$100,000,000, and that the normal an- 
nual requirements for renewals and 
new work should amount to approxi- 
mately $12,000,000 at present - day 
prices. Of this sum possibly about 10 
per cent represents work done by the 
railways themselves. 

In making a comparison with the past 
it is seen that the urban trackage has 
not changed materially since 1917— 
extensions offsetting abandonments. 
Interurban trackage in the same period 
fell off some 1,300 miles, but this af- 
fected the special trackwork require- 
ments in a very small way. It meant 
that the total amount of special track- 
work in service, at present values, was 


reduced less than 1 per cent and the 
annual renewal requirements were re- 
duced by less than one-half of 1 per 
cent. The potential market for special 
trackwork for surface railways is, 
therefore, the same now as it was seven 
years ago. 

Surface railways for several years 
past have not fully maintained their 
trackwork and have resorted to many 
temporary repairs. Some have kept 
their tracks in first-class condition, but 
taken as a whole throughout the coun- 
try they have not done so and their 
purchases of special trackwork mate- 
rial for renewals, taken as a whole, aver- 
aged not more than about 60 per cent of 
normal during the past five years. As 


not be repeated indefinitely, but as to 
when they become impractical or un- 
economical and whether they are eco- 
nomical at all when applied to certain 
parts of special trackwork has not been 
sufficiently determined. 

Another important factor has lately 
appeared. It is the demand of the 
public for less noise in the operation 
of the electric cars. The increased noise 
through the restricted upkeep, of late 
years, of both the cars and the track 
has probably brought this phase of 
electric railway operation more for- 
cibly to the attention of the public, espe- 
cially when comparison was made with 
the quieter operation of the rubber- 
tired motor vehicle. Investigating en- 


SPECIAL TRACKWORK IN SERVICE ON SURFACE RAILWAYS AND NORMAL RENEWALS 


Paved City Streets Unpaved Streets and Total and 
Highways Averages 
Small 
Cities Cities and City and 
Over 250,000 Outskirts Suburban Interurban 
Per cent of special trackwork to 
totaltrackage.............. 10 5 3 2 2.8 
Number of feet special track- 
RR OR oot Ges shakin ews 3,000,000 2,250,000 1,650,000 1,750,000 8,650,000 
= 1,638 } miles 
Average value per foot of track $ 1.38 


‘Total waltian: jot pc... dees ses 2 
Averagelife — yerrs.......... 
Renewals perannum.......... $6,000,000 
Requirements for new track per 


16.00 $12.00 $10.00 $7.00 $l. 
Fig huo.ged $27,000,000 ra! Lege sas ee 
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Total estimated requirements of special trackwork for surface sireet railways per annum at 
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$2,700,000 $1,350,000 $800,000 $10,850,000 
$500,000 $300;000 Macecn-f se $800,000 
F082 SOREN G0 SOME Cie bic ETAT RACINE $11,650,000 


the financial condition of the companies 
improves, their policy will probably 
turn to ultimate economy as the object 
in place of the temporary economy 
practiced. Temporary repairs. only 
postpone and increase the eventual 
heavier expenditures, and poorly main- 
tained trackwork adds to the cost of 
upkeep of the rolling stock. 

It cannot be expected that the pur- 
chases of special trackwork will at once 
take a jump, but the prospects are that 
they will fairly rapidly increase in the 
next few years from the present low 
level until they reach normal and pos- 
sibly go beyond normal to make up for 
the shortcomings in maintenance in the 
past. 

A factor that will have considerable 
influence is the length of time that a 
piece of special trackwork can be kept 
in serviceable condition, without re- 
newal and without detriment to rolling 
stock and motive power, by such mod- 
ern means of repairs as the electric 
welding of worn-out parts. It is gen- 
erally admitted that such repairs can- 


gineers and travelers abroad have also 
found a very noticeable difference in the 
noise produced by the electric cars in 
American cities and the much quieter 
operation in the cities of Europe, where 
much attention is paid to the upkeep of 
the cars and track. 

Electric railways must heed demands 
from their customers—the public—and 
to eliminate noise the track depart- 
ment and equipment department must 
work hand in hand. The first step is 
better upkeep. This factor is, there- 
fore, likely to counteract the retarding 
influence to complete renewals of the 
electric welding repairs and to hasten 
rehabilitation. It will also undoubt- 
edly, in time, cause some detail changes 
in the construction of cars and trucks 
and in special trackwork to a more ex- 
tensive use of the higher, slower wear- 
ing types of work as well as to a de- 
mand for greater accuracy and higher 
finish of the work. Developments in 
that direction which will affect the 
manufacturer of special trackwork both 
in value and volume are to be expected. 
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disturbed materially. The purchases for renewals dur- 
ing the past five years have been decidedly subnormal, 
and the returns to more normal upkeep for ultimate 
economy and efficiency under the improved conditions 
of the railways can be looked forward to. 

What may be considered normal average annual re- 
newal of special trackwork at present-day values, 
figured from the probable total amount in service and 
the average life thereof, is given in the accompanying 
table. Adding thereto a moderate amount of new work 
and discounting the work done by the railways them- 
selves gives a figure of $10,500,000 as the potential 
amount of the normal annual business in special track- 
work material. This is for surface railways only and 
does not include elevated railways and subways, the 
business from which is slowly increasing as new rapid 
transit lines are added in the larger cities. 


Trolley Loading Platforms in Baltimore 
Marked with Blinkers 


NTERMITTENT warning lights of the type which 

are widely used to mark dangerous street intersec- 
tions are being tried in Baltimore to mark the ends of 
trolley loading platforms. In this case the loading 
platforms are built and installed by the United Rail- 
ways & Electric Company, while the warning lights 
are put up by the city. An interesting feature is the 
sectional construction of the platforms. Concrete slabs 
about 8 ft. long and 4 ft. wide are used for this pur- 
pose. They are hollow on the under side, as shown in 


Above, At Left, 
Intermittent Hollow 
Warning Concrete 
Lights Slabs of 
Are Used This Type 
at Are Used 
Safety Isles in 
in Building 
Baltimore Loading 

Platforms 


one of the accompanying illustrations. The sections 
are made in the company’s yard and are carried on flat 
cars to any desired location. This design makes it 
possible easily to install and remove the platforms or 
to increase and decrease their length. The blinker 
lights are made by the American Gas Accumulator 
Company. 

Previous to their installation several unlighted types 
of sign were used to mark safety isles, but proved 
_unsatisfactory on account of their being difficult to see 
at night. 


la 


Accident Prevention Target in Detroit 


O CREATE interest in the reduction of accidents 
and to present the results accomplished in interest- 
ing form, the target chart shown in the accompanying 
illustration was designed by the Department of Street 
Railways of Detroit at the suggestion of H. M. Gould, 
assistant general manager. This chart is called a “No 
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Something to Shoot At 


“No Accident Bull’s Eye” used by the Department of Street 
Railways of Detroit for increasing interest in accident prevention 
measures. Each “bullet hole” indicates the record of an in- 
dividual car line and the figures show the number of accidents 
per 100,000 car-miles: 


Accident Bull’s Eye” and is made up in the form of 
blueprints approximately 4 ft. square. These prints 
are displayed at the various carhouses and show in 
a forceful and interesting way the comparative accident 
record of each car line on the system. The figures 
represent the number of accidents per 100,000 car-miles. 
The center of the bull’s eye represents no accidents. 

On the targets displayed in the carhouses, colors are 
used to make them more attractive and also to tie them 
up more closely with street railway operation. Stand- 
ard railway signal colors are used for this purpose. 
The “60” circle is colored red, as are also the “bullet 
holes” outside the “50” circle. This is intended to indi- 
cate danger to the lines whose scores carry them that 
far out from the center. The “50” circle is colored yel- 
low, together with the “bullet holes” outside the ‘‘40” 
circle. The “40” circle and “bullet holes” outside the 
“30” circle are colored green. The “30” circle and 
everything inside of this point are white to indicate 
clear track and safety. 

Each month the targets are displayed in conspicuous 
places in the carhouses. In calling attention to the 
results accomplished, and in urging the men to renewed 
interest in accident reduction, the company said: 

“Tf every trainman will aim at the dead center and hit 
it, every line will make a bull’s eye. Impossible? Per- 
haps, for some, but don’t let it be you. Clean up the 
old blunderbus, adjust the sights, keep your head level, 


your arm steady, your eye clear, draw a bead on the | 
center—and Shoot!” 
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Track Reconstruction Cost Reduced by 
Use of Modern Equipment 


Rail Pre-Welded in Lengths Up to 3,180 Ft. Was Installed by Birmingham 
Electric Company Without Interruption to Service—Joints Were Thermit 
Welded Under Pressure Produced by Special Clamps—Concrete Mixed at a 
Central Plant Was Transported and Poured from an End-Dumping Rail Car 


By A. Taurman 


Superintendent Equipment, Way and Structures Birmingham Electric Company 
Birmingham, Ala. 


Company was faced with the task of rebuilding 

the equivalent of approximately 10 miles of 
single track. This was on a street which is part of 
the state highway system and where the cars are oper- 
ated on a six-minute headway during the non-rush 
‘hours, with three-minute service during the rush. To 
make the matter more difficult there was no parallel 
line to serve this territory nor any parallel paved 
street to which the vehicular traffic could be diverted. 


[Dc the year 1924 the Birmingham Electric 


within 4 in. of the top of the brick, so a hot asphalt 
binder was then poured over the top and the surface 
covered with sand. It was agreed between the railway 
and the city to allow the ends of the bricks to go under 
the head of the rail inside the track and to come flush 
with the outer rail head and in the dummy strip. 
After deciding on the type of track structure most 
desirable for this location, the next question was that 
of selecting and assembling equipment suitable for 
the rapid construction of the line. A Universal crane 


On a Recent Track Job in Birmingham Long Sections of Rail Were Thermit Welded Before Being Installed. 
Joints Were Finished by a Rotary Grinder 


It was, therefore, necessary to rebuild the track under 
traffic and with the least possible delay to car service. 
To accomplish this the company decided to pre-weld 
the new rail alongside the existing track and then 
move it into position in long lengths. Feeling that the 
construction forces of an electric railway can compete 
successfully with local contractors in the matter of cost 
only when they have an adequate equipment of modern 
machinery, the company provided up-to-date cranes, 
work cars, welding and grinding apparatus, and a spe- 
cial end-dumping car to transport mixed concrete. By 
having a good organization and modern track machin- 
, ery it was possible to do this reconstruction work at a 
cost substantially lower than on similar jobs in the past. 
Slag ballast, wood ties, T-rail and brick paving were 
used. Eight inches of slag ballast was placed on the old 
track foundation. Creosoted ties with tie plates were 
used. The rail was Tennessee Coal & Iron R.E. 101.69 
6-in. tee section. - A 6-in. concrete slab with a 1-in. 
cushion of sand serves as a foundation for the paving. 
Three-inch bricks were used grouted with concrete to 


mounted on a 74-ton Mack chassis was equipped with a 
clamshell bucket and used for excavating. The old 
track was stripped of its chert ballast, which was 
thrown to one side and hauled away either by Differ- 
ential dump car or by motor truck, depending on the 
quantity to be hauled at any particular time. An end- 
dump car of special design was used to haul concrete 
from the mixing plant and deposit it between the rails. 

Usually in the construction of track under traffic the 
electric seam-welded joint has advantages over other 
types. Before undertaking this job a series of tests 
was made by the company on seam-welded joints and 
thermit-welded joints. From this it appeared that the 
thermit-welded joints could be successfully used under 
these conditions by welding long lengths of rail before 
placing it in the track. A question arose, however, as 
to the best method of securing compression on the 
joints while they were being welded. This was accom- 
plished by placing clamps on each end of the abutting 
rails and connecting them by 1-in. steel rods. An 
accompanying illustration shows the arrangement of 
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Pre-Welding Rail Joints by the Thermit Process to Permit Track Reconstruction 


Without Interruption to Car Service 


No. 1. Right-hand track lined and 
surfaced while the second has been 
stripped ready for removal as soon as 
spikes are pulled. New rail shown at 
the left. 

No. 2. Both tracks welded, surfaced 
and ready for concrete. 

No. 3. Clamp, crucible and mold in 
place for making thermit weld. 

No. 4. View of finished thermit 
welded joint after head of rail had 
been ground smooth. 

No. 5. Special clamp designed to pro- 
vide compression while the weld was 
being made. 

No. 6. Appearance of the completed 
mold boxes attached to the pattern. 

No. 7. Pattern used for making mold 
boxes for 6-in. T-rail. 
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Three-Car Differential Dump Trains Used in 


these clamps. They not only pull the rail into proper 
line and surface, but hold the insert in place while 
the mold is being put in position. They also make it 
possible to secure sufficient compression to upset the 
ends of the rails while the weld is being made. 

After this, the new rail was laid parallel to the exist- 
ing track and spiked down to the correct gage, on old 
ties, which were placed on the pavement near by. One 
of the illustrations shows this step in the procedure. 
This was done in order to permit the use of a Universal 
track grinder to finish the newly welded joints. 

Rail was welded into lengths, at first of 950 ft., and 
later increased to as much as 3,180 ft. in a single sec- 
tion. After rails were properly welded and ground 
they were slid over by using crowbars into the track 
area and laid closely alongside the existing rails. 
At every fifth or sixth tie they were spiked down. 


Birmingham to Haul Material for Track Jobs 


This was all accomplished without interruption to car 
service. The old rail was then cut into pieces and 
moved to one side. New rail was then slipped in 
and connected up. Existing ties and plates were used 
to support the new rail, except where inspection showed 
a need for renewal. Afterward the old rail was re- 
moved and the cars operated over the new while it 
was being surfaced and lined up. 

An interesting feature of this construction work 
was the rapidity with which rail could be transferred 
from the side of the street into place in the track area. 
In one instance 1,600 ft. of rail was moved over into 
position in five minutes. Cars were operated over the 
new rail as soon as it went into the track and there 
was practically no interruption to service. 

Careful organization of a welding crew reduced mate- 
rially the length of time required to make a thermit 


Universal Crane Mounted on a 74-Ton Mack Chassis Removing Old Ballast 
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weld. One crew of seven men was able to weld as many 
as 60 joints in an 84-hour day. Patterns used for 
making molds, the mold boxes themselves and the special 
clamp used for compressing the rail ends during the 
welding process are shown in accompanying illustra- 
tions. 

To prevent vehicular congestion on this street an 
unusual method of placing the concrete was adopted, 
using a specially designed single-truck rail car. <A 
single section of an ordinary Differential dump car was 
arranged with a modified hoisting apparatus so that it 
could be dumped endwise instead of sidewise. ‘The 
railway arranged with a local construction company to 
purchase concrete already mixed at the latter’s plant. 
For this purpose a special central mixing plant was 
installed to provide 300 cu.yd. of concrete a day. The 


A Specially Designed Mnd-Dumping Rail Car Was Used to Place 
the Concrete Without Interruption to Car Service 


price was $4.90 a cubic yard. From the mixing plant 
it was carried by the end-dumping rail car and depos- 
ited directly between the rails. The car is shown in 
operation in one of the illustrations. 

The use of labor-saving machinery and careful or- 
ganization of the work enabled the railway to finish the 
job two months sooner than the original estimate, which 
was eight months. Work was commenced on Sept. 2, 
1924, and finished on Feb. 1, 1925, except for some 
of the brick paving, the completion of which was 
delayed by the inability of the manufacturer to supply 
the brick. 


Boston Completes Accident 
Prevention Campaign 


Boston Elevated Concludes Its Series of Helpful Talks 
on Safety—Precautions to Prevent Various 
Types of Accidents Are Given 


HE Boston Elevated Railway has just completed a 

series of successful talks to trainmen on safety 
topics. These talks, as explained in page 185 of the 
issue of this paper for Jan. 31, are issued as if given 
as speeches at mass meetings of the employees and 
are sent by mail to each employee. Louis H. Butter- 
worth, claims attorney of the company, was the speaker 
at the “meeting” on Jan. 28. 

Mr. Butterworth took the position that the present 
generation is no more careless than preceding ones, only 
that it is more in a hurry and is able to rush about with 
greater speed than its predecessors. This means that 
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motormen and bus operators must exercise great care 
and skill to avoid accidents. He declared car collisions 
could be grouped under six classes as follows: The 
rear-end collision, which is nearly always the fault 
of the operator of the rear vehicle. The precaution to 
follow is not to run too close to the vehicle ahead and 
to have the car well under control in case the driver 
ahead should stop suddenly. The second type of colli- 
sion, the head-on, is usually the fault of the auto driver, 
but motormen can frequently clear themselves of all 
blame if they are alert enough to sense the danger and 
bring their cars to a dead stop before the actual colli- 
sion takes place. The third is the sidewipe, often 
occurring when a motorman tries to pass a vehicle 
which has a load projecting over its side. The leg of 
a chair or other part of the load may just catch the 
side of the car and break one or more windows and 
shower the passengers with glass. Such collisions often 
occur on icy streets where there seems to be sufficient 
space for the car to pass the loaded truck, but this 
space will be found to narrow suddenly to nothing by 
the truck sliding or slipping off a ridge of snow or 
ice. -Brainwork is the only precaution. The fourth 
type of collision is the rear-end swing on curves. The 
conductor should look out for this kind of accident, 
particularly when the car has made a stop and an 
auto or team drives alongside it on a curve. He should 
warn the motorman of such condition. The fifth type 
is collisions of apparatus of the fire and police depart- 
ments, which have right-of-way. For this there is no 
defence. The sixth is “cutting in” collisions, the most 
frequent kind of vehicle collisions. Motormen may be 
rarely at fault for collisions of this kind, but as the 
trolley car is the rear vehicle, juries often say that the 
company must pay for the damage. The cross-street 
collision ig the seventh and last type to be considered. 
While not more frequent than the cut-in collision, there 
is greater likelihood of injury because the blow is given 
at right angles. Special care is required at cross-streets 
where the view is obstructed, and warning of the car’s 
approach should be given through the gong. 

At the meeting on Feb. 4 Michael F. Doyle, chief 
investigator of claims, declared it to be very important, 
while getting the names of witnesses in an automobile 
accident, to obtain as well the registration numbers of 
other automobiles at the scene of the accident, if the 
drivers or other occupants would be likely to have any 
knowledge of the accident. Mr. Doyle also discussed 
boarding, alighting and “falling” cases. He pointed 
out how alertness on the part of the guards or con- 
ductors in watching passengers board and leave, and 
the care of motormen in starting the car without jerks, 
could reduce these classes of accidents. Other ‘“don’ts” 
related to giving the starting signal too quickly when 
an old or maimed person is about to leave or board the 
car, allowing the passenger to leave bundles where 
some one might trip over them, of neglecting to’ see 
that the floor is in good condition, especially in 
winter, etc. 

On Feb. 18 David S. Lee dwelt on how accidents are 
paid for, and Miss Mary L. Donnelly, head stenographer 
of the department, on Feb. 25 mentioned some amusing 
claims, as that of the passenger for his hat because it 
was blown off while he was riding in an open car. On 
March 4 R. L. Mappleback, trial attorney, gave several 
striking examples of the way in which slight troubles 
on the car developed into serious accidents when 
described in court. The best remedy, he said, is to 
avoid accidents. 
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Holyoke Contracts for Power 


Some of the Considerations Which Influenced the Holyoke Street Railway Company to Purchase Its 
Electrical Energy Instead of Continuing to Generate It in Its Own Plant—Railway’s 
Generating Plant Is Purchased by the Power Company 


By George E. Pellissier 


Assistant General Manager Holyoke Street Railway 


30 years, the Holyoke Street Railway recently 

decided to discontinue the generation of elec- 
tricity and has entered into a contract with the Turners 
Falls Power & Electric Company of Greenfield, Mass., 
for the supply of all the electrical energy which will 
be required in the conduct of its business for the next 
twenty years. 

While the results obtained from the isolated power 
plant which is now to be abandoned have been eminently 
satisfactory, both as to cost and reliability, changes 
in conditions since the plant was built made the direc- 
tors weigh very carefully the advantages and disad- 
vantages of purchasing power before making the 
additional investment which would soon be necessary 
if the company was to continue generating its own 
power. 

When the road was electrically equipped in 1891, and 
until the year 1895, all the electrical energy required 
for the operation of the Holyoke Street Railway was 
purchased from the Holyoke Water Power Company. 
In the latter year the railway company decided to build 
its own power plant, partly because the voltage regula- 
tion of the hydro-electric machines of the Water Bureau 
Company, in use at that time, was not very satisfactory, 
partly because the cost of purchased power was high, 
but also largely because the electric railway system was 
expanding so rapidly that the purchase of sufficient 
power for its requirements appeared difficult. 

Its first power installation consisted of three 300-kw. 
direct-current generators direct connected to steam en- 
gines. This installation proved to be very satisfactory, 
and as the maximum distance the energy had to be 
transmitted at that time was less than 5 miles the losses 
in distribution were not excessive. 

In the next decade the extension of fuel Holyoke 
railway system necessitated the enlargement of the 
plant to furnish the additional energy required. During 
this period the company acquired several small connect- 
ing railway properties, one of which had a small steam 
station at North Amherst. This station was kept in 
operation as it was some 20 miles from the main power 
station at Holyoke, and it was obviously out of the 
question to transmit the necessary energy at direct 
current. These extensions and consolidations shifted 
the center of gravity of the power load several miles 
from the main power station, involving serious energy 
losses in transmission, in addition to the inefficiency of 
operating the small steam station located at North 
Amherst. 

In consequence, in 1915, contracts for energy were 
made with the Turners Falls Power & Electric Com- 
pany, which had recently completed its hydro-electric 
plant on the Connecticut River at Turners Falls and 
had erected substations at Amherst, Mount Tom Junc- 
tion and Alderville, all of them in close proximity to 
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the distribution lines of the street railway company. 
The amount of energy contracted for was all which 
could be economically supplied from these stations and 
amounted approximately to 2,000,000 kw.-hr. a year, or 
one-fourth of the Holyoke Street Railway Company’s 
total requirements. This permitted the railway to shut 
down its small Amherst station. As the power com- 
pany had no substation or transmission lines in Holyoke 
and as the cost of generating power in the street railway 
plant, which had recently been overhauled, compared 
very favorably with the price of purchased power, there 
was no incentive at that time for the company to aban- 
don its main plant, which was then in good operating 
condition. 


REASONS FOR PURCHASED POWER TODAY 


In the ten years which have elapsed since 1915, sev- 
eral important changes in conditions have had a decisive 
influence in the company’s decision to purchase elec- 
trical energy instead of continuing to generate it in its 
own station. 

First in importance was the difficulty in financing 
the extensions and modernizing of the existing plant, 
which would have involved an expenditure of approxi- 
mately $750,000. Under the laws of Massachusetts, 
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electric railways are not allowed to issue stock at less 
than par and can issue bonds only up to the amount 
of capital actually paid in. For the past few years, 
on account of the financial difficulties experienced by 
many electric railways due to rising costs, bus compe- 
tition, etc., electric railway stock, even of roads which 
have been able to maintain the payment of dividends, 
has not been considered a particularly attractive invest- 
ment, so that, at present, few if any of the electric 
railways in Massachusetts can issue stock at par. In 
the case of the Holyoke Street Railway, although in 
excellent physical condition and with a continuous divi- 
dend record extending over a period of 30 years with 
the single exception of 1917, when the company passed 
its dividend rather than curtail the maintenance of the 
property, the stock could not be issued at par at the 
present time. As under the law it would be possible 
to issue only $200,000 additional in bonds, the question 
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of financing the necessary power-house improvements 
was a very important factor in the decision. 

A second factor was the attractive rate offered for 
electrical energy by the power company. This rate was 
possible because the power company could supply a 
great portion of the energy from existing transmission 
lines and substations and had arranged to use the exist- 
ing steam generating station of the Holyoke Street 
Railway as a substation from which to supply the 
remainder of the electrical energy required for the 
operation of the railway system. This means that prac- 
tically no change will be required in the distribution 
system other than that necessary in connection with the 
transfer of the conversion now in the carhouse at Am- 
herst to the substation of the Turners Falls company, 
which is about a mile nearer the center of gravity of 
the load. This change will eliminate the expense of 
substation operators at the carhouse. 


Three Clauses of Holyoke Street Railway Contract for Purchase of Energy 


ARTICLE 9. RATES 


(a) Base Rate per Kilowatt-Hour. 
For all electrical energy delivered by 
the power company to the railway in 
each month and measured as set forth 
in Article 8 hereof the railway shall 
pay the base rate of one and eight- 
tenths cents ($0.018) per kilowatt-hour. 

(6) Change in Base Rate Due to Cost 
of Coal. If on the first day of any 
month the market price of coal as 
hereinafter defined is greater than 
eight ($8) dollars per gross ton (2,240 
Ib.) then the railway shall pay an 
additional rate per kilowatt-hour for 
all kilowatt-hours paid for during such 
month. Said additional rate shall be 
the amount of seventy-five ten-thou- 
sandths of a mill ($0.0000075) for each 
1 cent ($0.01) by which the average cost 
of coal per gross ton as hereinbefore 
stated exceeds eight ($8) dollars. 

If on the first day of any month said 
market price of coal is less than seven 
($7) dollars per gross ton (2,240 Ib.), 
then the rate per kilowatt-hour to be 
paid by the railway for all kilowatt- 
hours paid for during such month shall 
be reduced as herein provided. Said 
reduction shall be the amount of 
seventy-five ten-thousandths of a mill 
($0.0000075) per kilowatt-hour for each 
1 cent ($0.01) by which the average 
cost of coal per gross ton as hereinbe- 
fore stated is less than seven ($7) 
dollars. 

The market price of coal whenever 
referred to in this article shall mean 
the market price f.o.b. cars at Chic- 
opee Junction, Mass., of bituminous 
coal having from fourteen thousand 
(14,000) to fourteen thousand five 
hundred (14,500) British thermal 
units per pound. 

(c) Minimum Charge. In considera- 
tion of the investment made by the 
power company to serve the railway 
and the maintenance by the power 
company of its plant and equipment 
in condition at all times to supply the 
electrical energy herein contracted for, 
the railway agrees that if in any period 
of twelve (12) months during the con- 
tinuance of the contract beginning on 
the first day of any January and 
ending on the thirty-first day of the 


following December the railway shall 
actually take under this contract less 
than six million five hundred thousand 
(6,500,000) kilowatt-hours of electrical 
energy, it will pay to the power com- 
pany at the end of said period of 
twelve (12) months at the base rate 
set forth in paragraph (a) of this 
article for the number of kilowatt-hours 
equal to the difference between six 
million five hundred thousand (6,500,- 
000) and the number of kilowatt- 
hours actually taken as aforesaid. 
This minimum amount of electrical 
energy to be paid for hereunder as 
above provided shall be increased from 
time to time in direct proportion to 
each and every increase in the total 
amount of electrical energy which the 
power company is required to keep 
available for the use of the railway as 
provided in Article 4 hereof. 


ARTICLE 15. ARBITRATION 


In the event of a difference of opinion 
as to the interpretation of the several 
articles of the contract, or as to the 
fulfilling of its conditions by the re- 
spective parties, the parties hereto do 
mutually agree that the questions be 
submitted to a board of arbitration 
consisting of one member, if the parties 
are able to agree upon such person, 
otherwise consisting of three (3) 
members, one appointed by the power 
company, one by the railway, and the 
third chosen by the chairman of the 
Department of Public Utilities or the 
chairman of the board which shall then 
have the public duties now performed 
by said departmént, and in case such 
chairman fails to make such appoint- 
ment within sixty (60) days of the 
request to him so to do, the third 
arbitrator shall be chosen by the other 
two, to hear the parties and to decide 
such questions. The decision of said 
arbitrator or any two of the three 
arbitrators shall be final and binding. 
In the event of either party failing to 
appoint an arbitrator within ten (10) 
days after written request from the 
other party, such arbitrator, as well 
as the third arbitrator shall be ap- 
pointed by the chairman of the Depart- 
ment of Public Utilities or the chair- 
man of the board which shall then 


have the public duties now performed 
by said department. The expense of 
the board of arbitration shall be shared 
equally by the parties hereto. 

In case any difference of opinion 
shall arise as to the construction or 
performance of any of the covenants 
or agreements herein contained, such 
difference shall cause no interruption 
in the transaction of the business con- 
templated by this contract, and all 
such business shall continue to be 
transacted, and all payments hereunder 
to be made in the same manner in 
which the same have been transacted 
and made prior to the arising of such 
difference until the matters in differ- 
ence shall have been fully determined 
by agreement or by arbitration as 
herein provided. = 


ARTICLE 16. REVISION OF RATES 


At any time during the first three 
(3) months of the year 1936, and of the 
year 1941, either party hereto may 
apply to the Department of Public 
Utilities for a revision or alteration of 
any or all of the provisions of Article 9 
of this contract relating to payments 
to be made by the railway for or in 
connection with the electrical energy 
delivered or kept available under 
this contract, including the minimum 
amount of electrical energy to be paid 
for, and thereupon said department 
shall have full power to revise and 
alter any or all of the aforesaid pro- 
visions in such manner as said depart- 
ment shall determine to be just and 
equitable, with due regard to the in- 
terests of both parties, and the re- 
visions and alterations so made shall 
be final and binding upon both parties 
and shall become effective at such time 
not earlier than the date of the appli- 
cation therefor as said department may 
determine. 

Whenever the Department of Public 
Utilities is herein referred to, such 
reference shall be taken to mean either 
said department or such other depart- 
ment, board or commission as shall have 
at the time of any application made © 
hereunder the general powers and 
duties which are now vested in and 
imposed upon said Department of Pub- 
lic Utilities. - 
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A third factor influencing the decision in favor of 
purchased power was the agreement of the power com- 
pany to purchase the existing power plant for $400,000, 
which is the book value less accrued depreciation (for 
which a reserve had been already set up). This amount 
will be available to the railway company for taking up 
outstanding mortgage bonds or for financing other im- 
provements. 

The fourth important consideration was the fact that 


COMPARISON OF COST OF ENERGY PURCHASED AND COST OF 
POWER GENERATED BY HOLYOKE STREET RAILWAY 
AT BERKSHIRE STREET POWER STATION 


(Based upon the generation of 6,800,000 kw.-hr. direct current a year and coal 
at $8 per gross ton) 


Generation of power at Berkshire Street station: 


Amount 
® per Cents per 
Annum w.-Hr. 
Biiperiubencdenoe.. oo -c is 2 «anne eae ee as = $2,500.00 037 
Buildings, fixtures and grounds 534 008 


Equipment SN eee ce Sa oe 
Labor. 


002 
=a pote y be we 2 cee shine eee 2,643.47 039 
Miscellaneous supplies and expenses 1,399.19 020 

Seuubrvents——FUrG 2... pas. oso ue as eee $980.00 

Use and occupancy—earnings.. 388.33 

Use and occupancy—boiler..... 357.14 

Steaur boiler. 5). Jniceele-aee 140.60 

; Pigwheelis: 56.032 > <c ceeeee 623.37 
Workmen’s compensation... .. . 318.02 2,807.46 0.041 
Interest on land, building and equipment........... 24,558.58 0.361 
Interest on investment in coal supply 1,800.00 0.025 
RMRENRLIONE (Hi) Sc aie o ee ea 5 so Pee etna 19,287.45 0.284 
SR Bay hechale Ksaalo cn om gee alee aie © 11,585.92 0.171 
Total cost to develop 6,800,000 kw.-hr. direct current $173,065.47 2.545 

Under proposed contract of Turners Falls Power Penpeny: 

,800,000 kw.-hr. direct current at 1.80 cents...... $122, 400.00 1.800 
Difference in favor of purchased power.........-.-. $50,665.47 0.745 


the power company, because of its interconnection with 
other large power developments as shown by the accom- 
panying diagram, offers a far greater protection against 
interruption of service than could possibly be obtained 


from any isolated direct-current steam-generating station. 


TERMS OF POWER CONTRACT AND Cost DATA 


The power contract itself does not differ materially 
from that usual except as to rates and possibly the 
provision for revision of rates at the end of the ten 
and fifteen-year periods, and the provision for arbitra- 
tion of disputed questions through the Department of 
Public Utilities. These clauses are shown on page 542. 

The accompanying table gives the cost of purchased 
energy as compared with that generated in the existing 
steam-generating station, based upon actual operating 
figures for 1923 with coal at $8 per gross ton. It 
shows the saving effected by purchasing energy will be 
approximately $50,000 per annum. 


Automatic Barriers Protect 
Highway Crossing 
Safety Gates of Steel Cable Installed at Highway 
Crossing on North Shore Line Are Designed to 
Yield but to Withstand Impact of Moving 


Automobile—Preliminary Signal of Ap- 
proaching Train Given by Whiplash 


UTOMATICALLY CONTROLLED highway bar- 
riers of the yielding type have been installed by 
the Chicago, North Shore & Milwaukee Railroad on 
either side of the Middle Road crossing, Racine, Wis. 
These barriers are designed to stop an automobile 
should the driver fail to heed the warning signals. 
Each barrier contains a gate of steel cable which may 
be lowered across the highway. An automobile striking 
the gate is gradually retarded and brought to a stop 
before the tracks are reached. The barriers and retard- 
ing mechanism are strong enough to stop an automobile 
traveling 60 m.p.h. The gates are similar to those 
installed at the Austin Avenue crossing on the Chicago 
Elevated Railways, and described in this paper for 
Nov. 31, 1921, page 1145. A preliminary warning of 
the approaching train is given to the driver by a whip- 
lash placed adjacent to the highway 150 ft. in front 
of each barrier. The movement of the gate is inter- 
locked with color light signals on the railways. 
Mounted across the highway 50 ft. from the nearest 
track rail is the barrier supporting frame, which con- 
sists of fabricated steel columns carrying a truss that 
spans the road. Upon the bridge is mounted the elec- 
tric motor and propelling mechanism for raising and 
lowering the steel cable gate, which consists of three 
3-in. steel cables suspended approximately 1 ft. apart, 
and reinforced by means of lighter vertical steel cables 
fastened between them. Square pieces of heavy canvas, 
striped black and white, form a checkerboard design 
calling attention to the barrier. The ends of the gate 
travel in guides in the columns, and are so arranged 
that it can be deflected to a total distance of 30 ft. 
when lowered. The yielding action is governed by 
weights and adjustable friction brakes, the retarding 
force increasing the farther the gate is deflected, so 
that it is possible to bring a moving automobile to a 
stop without the destructive result caused by a collision 
with an immovable gate. 
On the right-hand side of the road, 150 ft. ahead of 
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the barrier, is the balanced whiplash or arm, which is 


12 ft. long and is mounted on a column approximately 
From the arm are suspended bamboo- 
covered tell-tales of small cable, which will be struck 


15 ft. high. 


by a moving automobile when the whiplash is extended 
across the road. 
barriers themselves carry gongs and illuminated red 
stop signs. 

Two-position colored light signals mounted along the 
railroad right-of-way indicate the conditions at the 
crossing to the motorman. Two are located on the 
right side of each track. The home signals, located 
100 ft. from the crossing, show green for “‘proceed”’ and 
red for “stop.” The distant signals, 2,000 ft. ahead of 
the home signals, have green for “proceed” and yellow 
for “caution.” The changes in these signals are con- 
trolled by the movement of the barriers. 


METHOD OF AUTOMATIC CONTROL 


Both tracks carry 12-volt a.c. track circuits on both 
rails, the current being confined to insulated joints and 
impedance bonds. The track circuit for northbound 
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In addition an illuminated sign read- 
ing “train coming” is carried above the arm, and the 
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train on the other track is clearing the block the bar- 
riers would stay down, the whiplashes remain in position 
and the railroad signals would remain at proceed, re- 
taining the right-of-way for the railroad. Should the 
automatic control fail, the barriers go down, and after a 
period of 10 minutes a bell notifies the maintainer, who 
lives near the crossing, that traffic at the crossing is at 
a standstill. In that event he may throw over a switch 
in the relay house that connects the control circuit with 
a push-button control located outside, so that the ap- 
paratus may be operated manually in a similar manner 
as by the automatic control. Notification is given the 
dispatcher at Milwaukee and a repair man is sent out. 
Should either barrier fail to operate, even with the 
manual control, it can be moved with an endless chain 
located in one of the columns. 

The locations of the various parts of the apparatus 


and the time delay feature of the control have been 


carefully worked out to make the crossing safe. An 
automobile traveling 40 m.p.h. may be stopped with its 
own brakes in the 150 ft. between the whiplash and 
the barrier. The 32-second period is sufficient to allow 
an automobile traveling but 6 m.p.h. to pass the whip- 
lash as it swings into position and 
clear the barrier on the far side of 
the railroad right-of-way before it 
is lowered. A train traveling 60 
m.p.h. will cross the highway 33 sec- 
onds after the barriers have been 
lowered. At this speed an allowance 


ey 


of four seconds is given between the 
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Schematic Layout of Crossing Showing Location of Whiplash, Barriers and Signals 


trains starts 4,320 ft. south of the intersection, while 
the southbound one starts 5,400 ft. north of the cross- 
ing. Both circuits terminate a few feet beyond the 
highway. A train entering the track circuit trips the 
track relay, which actuates the time element relay and 
also closes the motor control circuit, causing the motors 
to swing the whiplashes into position across the high- 
way. Twenty-five seconds after the time element relay 
has dropped, the control circuit of the barrier is closed 
and the barrier starts down, the warning gong begins 
to ring and the red stop sign on the truss of the bar- 
rier is lighted. It requires seven seconds for the barrier 
to move down. During the 32 seconds between the time 
the train enters the track circuit and the time the bar- 
riers reach their lowest position, the railroad signals 
remain in their normal positions of yellow for the dis- 
tant one and red for the home. When the barriers are 
completely lowered a circuit is closed and actuates the 
signal relays to change the indications to green. After 
a train has cleared the crossing and left the block, the 
operating sequence is reversed, the railroad signals go 
to their normal positions, the barriers are raised and 
the whiplashes swing out of position automatically. 
A three-phase, 220-volt, 60-cycle line operates the bar- 
rier and whiplash motors. Single-phase, 110-volt, 
60-cycle current is used for the lighting control circuits, 
and is stepped down to 9-12 volts for the track circuit. 

Should a train enter the block on one track just as a 
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time the barriers are all the way 
down and the time the train reaches - 
the distant signal, so this signal will 
clear just four seconds ahead of the ~ 
train. However, as this is a caution © 
signal and not a stop signal, the 
train may pass it and have 2,000 ft. 
in which to stop before the home 
signal is reached. 

This is the initial installation of this type of crossing ~ 
protection on the North Shore Line. Before the bar- 
rier was placed in service, it was subjected to operating © 
tests, including impact with a 5-ton truck. At 16 m.p.h. | 
a coasting impact resulted in a deflection of 16 ft. 
At 16 m.p.h., with the clutch in, the truck was brought 
to a stop in 24 ft. As this was the maximum speed of — 
the truck, it was impossible to obtain the maximum © 
defiection of 30 ft. No damage was done to either the _ 
crossing protection apparatus or to the truck as a result | 
of these tests. 


How Railway Aids Safety Work 


S PART of its contribution to the work of the | 
Baltimore Safety Council the United Railways & 
Electric Company has distributed 100,000 copies of 
Trolley Topics containing an article on ‘The Value of 
the Playground in Keeping Children Off the Streets.” 
In addition to this, 4,500 cards bearing safety mes- | 
sages have been posted in the cars of the railway dur- 
ing the past year. ; 
According to L. H. Palmer, vice-president and gen- 
eral manager, the company feels that there is a dual 
responsibility, and that any local effort to reduce acci- 
dents should be supported by all interests concerned, | 
thus developing a co-partnership in accident prea 
that will accomplish maximum results. 
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Sand Boxes on Buses 


AND boxes have been installed on the buses operated 

by the Des Moines City Railway, Des Moines, Iowa. 
The sand is controlled by a mechanical lever mounted 
near the emergency 
brake lever in a po- 
sition convenient 
to the driver. Sand 
boxes are located 
under cross-seats on 
each side in positions 
immediately above 
the sand pipe outlet. 
A rod runs back from 
the driver’s control 
lever and is con- 
nected by small bell 
cranks with the slide 
valves under the sand 
boxes. The arrange- 
ment is such that the 
valves on both sides 


of the bus are oper- 

ated at the same Sand Boxes on the Buses of the Des 
. : , Moines City Railway Are Arranged 
time, thus discharg to Prevent Skidding on Slippery 


ing sand in front of Pavements 

both rear wheels. 

These wheels carry dual pneumatic tires, and each sand 
pipe has two outlets so as to distribute the sand under 
both tires. 


Sand Pipe 


Seat Rearrangement on Los Angeles 
Cars Proves Popular 
REARRANGEMENT of seats was made recently 
ona test car of the Los Angeles Railway and 
tried out on a crosstown line. The cars of this com- 
pany have open ends and an inclosed center section 
separated by two bulkheads with sliding doors. 


Longitudinal Seats in the End Sections of This Car Provide 
Larger Loading Platforms 


Reversing the plan in use on the majority of the 
cars, the seats in the open ends on the test car were 
placed longitudinally and cross-seats were installed in 
the center section. The purpose of the longitudinal 
seats was to provide more space on the loading plat- 
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forms and reduce the congestion on the back end. A 
postcard vote of passengers showed a five to one pref- 
erence for the new arrangement. 


[ The Renders Forum ] 


PITTSBURGH RAILWAYS COMPANY 


PITTSBURGH, PA., March 28, 1925. 
To the Editor: 

I have read with unusual interest your article giv- 
ing the facts regarding the St. Louis situation and 
heartily approve your method. 

The conclusion reached by me after reading your 
article is that the people of St. Louis are going to pay 
a large penalty, either in impaired service or excessive 
cost of service or both, for their failure to bring about 
a co-ordination of street railway and bus services. 

The unbiased and frank statement of all the essential 
facts you have made seems to me to be in line with 
the only worth-while method of attacking any unsound 
practice and especially the vicious practice of destruc- 


tive competition. T. FITZGERALD, 
Vice-President. 


Comment on the St. Louis Situation 


MOUNT VERNON, N. Y., March 25, 1925. 
To the Editor: 

Your article in the March 14 issue on “Transit 
Conditions in St. Louis Today” is, to use a bromidic 
but truthful phrase, worth a whole year’s subscription. 
It is of the essence of good journalism to tell the truth 
regardless of consequences—and, still better, to tell the 
truth from first-hand study. 

The situation in St. Louis well illustrates the adage 
that “There is much to be said on both sides.” You 
have fairly set forth all that can be said by both 
parties. When we interpret the data so clearly stated 
we become aware that this is far more a conflict be- 
tween two transport undertakings than between two 
modes of transport. It is. made obvious that when 
car and bus are run by separate concerns, clashing and 
overlapping are inevitable; but that when car and bus 
are run by one concern the public can get the advan- 
tages of de luxe bus service without losing the great 
benefits of necessity trolley service. 

You have done wisely in refraining from comment 
on the information presented. Doubtless, each man will 
view your facts through the lens of his prejudices, yet 
the truthfulness of your outline will survive all distor- 
tion. At a critical moment, you have permitted the 
industry to see to what extent the incursion of the 
independent bus is due to genuine demand and how 
much to the vulnerable opening afforded by an electric 
railway bound in the thongs of receivership. May your 
work prove more immediately fruitful than the jitney 
studies which the ELECTRIC RAILWAY JOURNAL of the 
past decade was privileged to offer to its readers. 

WALTER JACKSON. 


With the advent of the first warm spring-like days, 
the New York Railways, New York City, commenced 
the operation of open cars on the Broadway line. To 
attract passengers these cars carried large bulkhead 
signs with white letters on a black background reading 
“Ride in the open.” 
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Changes in A.S.T.M. Specifications 


S the proceedings of the American 

Society for Testing Materials are 
not available to all electric railway 
men a brief summary of those matters 
of special interest to electric railways 
which have come before the society 
during the past year is given. 

Revisions have been made in a num- 
ber of the specifications coming under 
the jurisdiction of the committee on 
steel. These include specifications for 
steel track spikes; specifications for 
welded and seamless steel pipe; specifi- 
cations for open-hearth steel girder and 
high T-rails. In all of these the 
changes, if any, are of minor impor- 
tance. 

The revised specifications for struc- 
tural steel for cars now adopted as 
standard provide an important change 
in the addition of a paragraph, which 
recognizes the use of “copper-bearing” 
steel, the rust-resisting properties of 
which have been the subject of much 
study during the past four years. Other 
revisions apply to the preparation of 
test specimens and to the weight of 
individual plates ordered to thickness. 

Specifications for steel castings 
amended and adopted in 1924 as tenta- 
tive standard relate to the heat treat- 
ment of Class A castings and Class B 
castings (the former not requiring heat 
treatment unless specified) and ex- 
plain that the heat treatment may 
consist of annealing, or of normalizing, 
or of normalizing followed by anneal- 
ing, or of normalizing followed by a 
drawback to a temperature below the 
critical range. No castings quenched 
in any liquid medium are to be offered 
under these specifications. 

Annealing consists in allowing the 
castings to cool after pouring to a tem- 
perature below the critical range, then 
reheating them to the proper tempera- 
ture to refine the grain and permitting 
them to cool uniformly in the furnace. 
In normalizing, on the other hand, the 
castings are allowed to cool after pour- 
ing, the same as for annealing, to a 
temperature below the critical range. 
They are then reheated to refine the 
grain, also the same as in annealing, 
but instead of allowing them to cool in 
the furnace, as in annealing, they are 
allowed to cool outside the furnace in 
still air. The old maximum limit of 
tensile strength has been omitted, it 
being felt that no maximum limit 
should be specified. 

Various revisions were presented this 
year for the first time in specifications 
for carbon steel rail, low-carbon steel 
splice bars, quenched carbon steel track 
bolts, structural steel for bridges and 
wrought carbon steel wheels for elec- 
tric railway service. 

It is interesting to note that the in- 
spection of the test steel sheets at Fort 
Sheridan, Pittsburgh, and Annapolis 
shows additional failures among the 
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non-copper-bearing groups of sheets, 
with no failures in any of the copper- 
bearing groups. It will be remembered 
that the term “copper-bearing” indi- 
cates a steel, otherwise of the ordinary 
commercial variety, which contains 
about 0.20 per cent of copper. 

The above sheets are exposed to air 
and show the superiority of copper- 
bearing material under atmospheric 
conditions. Tests, however, of sheets 
completely immersed, some in city of 
Washington water and others in Calu- 
met mine water, do not indicate any 
outstanding superiority for any one 
type of metal, and the presence of 
copper added to the various types of 
metal does not increase its resistance 
to corrosion when the samples are 
totally and continually submerged in 
running water of acid or alkaline re- 
action. The tests further show that 
the average life of the sheets immersed 
in water from the city of Washington 
supply to be about 183 times longer 
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than those immersed in mine water. 

The sheets at Fort Sheridan exposed 
to air were first exposed in April, 1917. 
It should be noted that all the sheets 
in four groups of low-copper bessemer 
and open-hearth steel and pure iron 
have failed, and that of the total No. 
22 gage non-copper-bearing sheets 50 
per cent have failed, whereas none of 
the copper-bearing sheets has failed. 

The society has undertaken a series 
of field tests on hot-dip galvanizing, 
sherardizing, electro-zine plating, zine 
coating by spraying, cadmium plating, 
calorizing, chromium plating and terne 
coating. Sheets of No. 22 gage basic 
open-hearth steel, without copper, are 
to be exposed, and, in addition, castings 
of an approved form, made of both cast 
and malleable iron. 

Wire test specimens of material to 
be determined by further consultation 
with the coated-wire industry are to be 
included in the test. In all cases un- 


coated control pieces are to be exposed. 


New England Club Honors Past-Presidents 


Badges Presented to Twelve Former Executives at 25th Anniversary 
Dinner—Mr. Shannahan Tells Plans of American Association— 
Officers Elected for Ensuing Year 


HE New England Street Railway 

Club celebrated its 25th anniver- 
sary with a dinner held the evening of 
March 26 at the Copley Plaza Hotel, 
Boston. More than 500 were present. 
The feature of the evening was the 
presentation of badges to twelve of the 
24 past-presidents of the club. These 
included H. E. Farrington, H. C. Page, 
W. D. Wright, Thomas Lees, Elton S. 
Wilde, John T. Conway, Clark V. Wood, 
R. W. Perkins, I. A. May, Edward Dana, 
Ralph D. Hood, and the retiring presi- 
dent, T. H. Kendrigan. In a humorous 
address C. C. Peirce of the General 
Electric Company, who acted as toast- 
master, gave a brief history of the club 
and said that. the members, principally 
the manufacturers, had felt that a fit- 
ting remembrance should be given to 
the presidents who had labored so 
faithfully for its success. 


In his presidential address Mr. Ken-_ 


drigan gave a review of the events of 
the past year and the progress that 
had been made by the club in that 
period. He was followed by the presi- 
dent-elect, L. D. Pellissier, who spoke 
briefly of his appreciation of the honor 
conferred upon him. 

President John N. Shannahan of the 
American Association, the speaker of 
the evening, told of the work of the 
association and events which led to the 
appointment of Mr. Storrs as managing 
director, as well as of some of the prob- 
lems now confronting the industry. An 
abstract of Mr. Shannahan’s address is 
given elsewhere. 


Mr. Storrs responded briefly, telling 
of the aims of the association and the 
responsibilities of the new arrangement. 

Mayor Curley of Boston gave an in- 
teresting talk on the relations existing 
between the Boston Elevated Railway 
and the city. He expressed great satis- 
faction at the results which had been 
obtained by public control, and said that 
he was desirous of continuing the ar- 
rangement for a full twenty-year 
period. An abstract of Mayor Curley’s 
talk appears elsewhere in this issue. 

Following the addresses a vaudeville 
program entertained those present. 


ELECTION OF OFFICERS 


At an afternoon meeting officers for 
the ensuing year were elected as fol- 
lows: 

President: L. D. Pellissier, Holyoke, 
Mass. 

Vice-presidents: H. F. Fritch, Bos- 
ton, Mass.; J. K. Punderford, New 
Haven, Conn.; J. B. Crawford, Concord, 
N. H.; T. B. Jones, Burlington, Vt.; 
F. D. Gordon, Portland, Me.; E. A. 
Brown, Newport, R. I. 

Secretary: J. W. Belling, Boston, 
Mass. 

Treasurer: Fred F. Stockwell, Cam- 
bridge, Mass. 

Executive Committee: W. W. Field, 
Cambridge, Mass.; C. H. Wood, Boston, 
Mass.; G. H. Martin, Boston, Mass.; 
H. M. Flanders, Springfield, Mass.; 
H. H. Hanson, Newtonville, Mass.; R. 
B. Stearns, Boston, Mass.; J. P. Alex- 
ander, New Haven, Conn. 
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Broadening the American Electric 


Railway Association’s Work* 


Changing Conditions and Problems of the Industry Call for Greater 
Service from the Association—Appointment of Mr. Storrs 
Opens Up New Field of Endeavor 


By J. N. SHANNAHAN 
President American Electric Railway Association 


NE of the features of the electric 
railway business that keeps us fel- 
lows in it and draws in the younger 
men is the fascinating effect of change. 
The transportation industry is in a con- 
tinuous state of evolution. I don’t need 
to remind you men of the changes that 
have come in the last 30 years. These 
continual changes in the demand of the 
public for transportation service have 
kept transportation men on the jump. 
They make our work intensely inter- 
esting. They fill our lives with diffi- 
culties and troubles, but we do not 
break down under them—we try to meet 
each situation as it arises and give the 
public the best that is in us. 
Speaking for myself, I think that 
perhaps our greatest fault is that we 
have been too prone to see only the 
things in our own back yards. We 
have gone about individually, studying 
our problems and doing our best to 
meet them. A great many times some 
of our neighbors have had similar diffi- 
culties and have come through them 
successfully, but we have paid little 
attention to what the other fellow did. 
You all remember that it took a crisis 
to bring about collective action on our 
part in 1919. At that time the industry 
was in a bad way. We had been com- 
pelled to meet the increasing cost of 
materials and labor and had been pre- 
vented from increasing our income. 
President Wilson appointed the Federal 
Electric Railways Commission and be- 
fore it appeared representatives of our 
industry from all parts of the country. 
For the first time in our history the 
public was informed of the facts con- 
cerning the street railway business. 
Since the Federal Electric Railways 
‘Commission made its report there has 
been a marked improvement in public 
understanding. Since then the finan- 
cial condition of the industry has im- 
proved greatly. I believe that the serv- 
ice we are rendering is better, but, 
gentlemen, we have not yet rung the 
bell, and I don’t believe that we will 
until you men in Massachusetts realize 
that success in our business depends in 
a large measure upon the successful 
conduct of the public transportation 
business in every other part of the 
country, and until the railway men in 
other parts of the country get it into 
their minds that their success is in a 
measure dependent on your success. I 
believe it was Patrick Henry who said 
something to the effect that if “we 
don’t hang together we will hang sepa- 
rately,” and another well-known quota- 
tion is that a house divided against it- 
self cannot stand. 
Now, we have made good progress at 
getting together, but we haven’t gone 
as far as we must. The American Elec- 
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tric Railway Association, of which I 
have the honor to be president, rep- 
resents about 90 per cent of the electric 
railway mileage in the country. In 
1924 the electric railways of the coun- 
try carried some 16,000,000,000 pas- 
sengers. This was an increase of 
nearly 1,000,000,000 over the number 
carried in 1923, and this in the face of 
a tremendous increase in the number of 
automobiles. The American Electric 
Railway Association has done its best 
to inculcate a spirit of progressiveness 
in the minds and hearts of its members. 
It has encouraged and assisted member 
companies to carry on public relations 
work; it supplies them with a large 
amount of information on operating 
probiems; through its various commit- 
tees it is rendering a service that is of 
inestimable value to you. But there is 
a point beyond which the association 
cannot go. It cannot deal with ques- 
tions of management, questions of rela- 
tions between the individual members 
and the public they serve, questions of 
policy with reference to local condi- 
tions. It can and does reflect the 
opinion of the industry as a whole in 
its announcements and the recom- 
mendations that are made at its con- 
ventions, but these have not always 
been adequate to meet a given problem. 


BETTHR OFF, BUT STILL SOME TROUBLES 


While as an industry we are better 
off financially and otherwise than we 
were in the bad old days of 1919, we 
are still having our troubles, and they 
are not altogether of our own making. 
You don’t have any interurban railway 
lines in New England that are compar- 
able with those in the Middle West, 
where the hauls are long and the lines 
are paralleled by state highways, over 
which in many states unregulated 
motor vehicle competition has been rife. 
Within the last four months two of the 
largest interurban railways in the 
country have been forced into receiver- 
ship, largely because the public had not 
recognized the essentiality of the serv- 
ice rendered. Several legislatures now 
in session have enacted laws which will 
help to preserve to the public the serv- 
ice that is indispensable, but many of 
the railways have suffered damage that 
is very serious, and it will be some time 
before some of them will have com- 
pletely recovered. 

It has been in the minds of some of 
us for a long time that a way must be 
found to render the electric railways 
greater service than can come through 
routine association activities. This 
thought led to the suggestion that there 
should be a committee or council of 
men representing not only the oper- 
ators of the electric railways, but also 
the owners of them, this council to give 
its best thought and advice toward 
leading the industry to permanent pros- 


perity. Acting on this suggestion there 
has been created what is known as the 
Advisory Council of the American 
Electric Railway Association. These 
gentlemen quickly determined that to 
work out their ideas and policies they 
needed the services of a man who would 
have the whole-hearted respect of 
every electric railway man in the coun- 
try, who would have those personal 
qualities that make a man attractive, 
whose technical knowledge would make 
his advice authoritative, and whose 
vision would be so broad as to make 
it possible for him to see into the 
future. I am happy to say that one of 
your members was chosen for this 
position—Lucius S. Storrs. Mr. Storrs 
will assume the position of managing 
director on April 2. He will give his 
entire time to the problems that con- 
front us. He is at your service, 
whether you operate in New England, 
in Kansas, in California, or wherever 
you may be. You can talk to him as a 
brother and he will talk the same way 
to you. He knows the public transpor- 
tation business from “A” to “izzard’’ 
and I know that nothing will give him 
greater pleasure than to feel that he 
can be of real service to you. 


Storrs APPOINTMENT INDORSED 


Since the announcement of the ap- 
pointment of Mr. Storrs was made at 
our Midyear Meeting in Washington, I 
have received scores of letters and tele- 
grams indorsing the action of the asso- 
ciation. The feeling is general that 
this is the most important step the in- 
dustry has ever taken. We believe it 
is, but let me say now that the accom- 
plishments of the Advisory Council and 
of Mr. Storrs will be measured entirely 
by the co-operation which they get 
from the electric railway interests. 
Every electric railway company in the 
United States and every manufacturer 
of goods which are used by electric 
railways should give the council and 
Mr. Storrs their whole-hearted support, 
both moral and financial. 

A few minutes ago I said that our in- 
dustry is continually changing. With 
its evolutions there come new problems, 
not only in the practical operating of 
our business, but in matters concerning 
regulation and legislation. All of us 
are in a measure feeling our way. We 
find the public demanding motor ve- 
hicle transportation, and we also find 
that if we do not meet that demand 
somebody else will. The jitney hit us a 
hard wallop, and by the time the public 
had discovered that jitney competition 
was more ruinous to its own interest 
than it was to the electric railway, al- 
though we all know it did much dam- 
age to us, there had developed the bus. 

Now the bus is merely a new tool for 
electric railways to use wherever it will 
fit best. I do not mean to say that you 
men should put on a lot of buses in 
response to clamor from a _ noisy 
minority and run those buses under 
conditions and on fares that will not 
return a profit to you—not at all; but 
J do believe that where bus service can 
be rendered with profit to the public 
and to the railway company, it is in the 
interest of the public that the railway 
company should run the buses. Only 
surveys of local territory by competent 
persons will determine whether and 
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how buses should be run, but once the 
decision to run them is made it de- 
volves upon the electric railway man- 
agement to see that the same care is 
taken to maintain schedules and to 
render service that is characteristic of 
their rail lines. 

And in that connection there arises 
the question of protection of the estab- 
lished rail and bus lines against unfair 
competition. Massachusetts is one of 
the very few remaining states in the 
Union that have neglected to give the 
railways the protection to which they 
are entitled. You were one of the first 
states to establish the principle of state 
regulation of public utilities. But 
Massachusetts has been slow to pro- 
tect the railways which it regulates. 
Unless your Legislature has acted 
within the last few days, you have no 
law authorizing your Department of 
Public Utilities to determine whether 
public convenience and necessity calls 
for the establishment of highway motor 
vehicle lines that would compete with 
steam and electric lines. Certainly 
such authority should be given your 
public utility regulatory body. It is 
obviously in the public interest. 


HIGHWAY INTERSTATE COMMERCE 
In many ways the attitude of New 


England toward the electric railways. 


has been progressive and enlightened. 
Here you have recognized that the in- 
vestors are entitled to fair pay for the 
work their money is doing for the 
public. Here in Boston and in most of 
your large communities you have found 
the 10-cent fare to be necessary and 
your people recognized the justice of it. 
Under the public trustee acts, under 
which the Boston Elevated ‘and the 
Eastern Massachusetts systems oper- 
ate, the return to the investors is 
limited to 6 per cent, certainly a small 
enough return. Yet there are many 
companies that are not earning even 
6 per cent, though they are rendering 
service that is as vital to the prosperity 
of the communities as the air we 
breathe. 

Because of the dense population of 
New England, the closeness of your im- 
portant communities to each other and 
the wonderful system of highways that 
has been developed by your states, and 
the close relations of the people in the 
different communities to each other, 
there has developed in the last two 
years an interstate motor vehicle busi- 
ness that has reached considerable pro- 
portions. Under the decision handed 
down by the United States Supreme 
Court on March 2, the states are with- 
out power to regulate this interstate 
business except so far as the safety of 
the public and the preservation of the 
highways themselves are concerned. 
As matters stand the states cannot de- 
prive anyone of the right to operate 
interstate highway vehicles for hire, 
nor can the states regulate the rates 
of fare to be charged nor the quality of 
the service to be rendered. The coming 
summer may see your highways filled 
with vehicles competing not only with 
the steam and electric lines, but with 
bus lines which had been established 
in response to public demand, and 
which are subject to state regulation. 

There can be no doubt in anybody’s 
mind that this situation cannot continue 


without tremendous damage being done 
to the interests of the people on the 
one hand, and to the interests of all 
regulated common carriers on the other. 
It seems to me, and I feel sure it is the 
belief of others who have given the 
subject any study, that the Interstate 
Commerce Commission, perhaps jointly 
with the state commissions, should: be 
empowered by Congress to exercise 
regulatory powers over interstate high- 
way carriers. The Interstate Com- 
merce Commission can be relied on to 
protect the public interest. Its long 


experience has given it understanding 
of the place which the various agencies 
of transportation occupy in the life of 
the communities. Before this authority 
can be given to the Interstate Com- 
merce Commission, or anything can be 
done to increase the jurisdiction of the 
state commissions by Congress, how- 
ever, there probably will be a great 
deal of harm done to the established 
rail and bus lines. This, of course, is 
extremely regrettable, and we all must 
hope that the condition will be remedied 
as quickly as possible. 


Results with Public Control* 


The Agreement Between the State of Massachusetts and the Boston 
Elevated, Made in 1918, Has Proved a Wise One and Should 
Be Extended for Twenty Years 


By Hon. JAMES M. CURLEY 
Mayor of Boston 


T HAS been my very great pleasure 

to associate during the past 24 hours 
with the guest whom the street railway 
men are tonight honoring, and whom 
the city of Boston esteems it an honor 
to have within its gates, President 
Shannahan. Through his courtesy to 
me, and that of the presiding officer, I 
am permitted to come here and say 
just a word. 

We are very proud of the officials in 
charge of our street railway trans- 
portation system. I am deeply in 
sympathy with their efforts to turn 
an annual deficit into an annual profit, 
because they owe us $1,700,000, and 
we could use the money. 

At no time during the evolution—or 
revolution period, if you will—of street 
railway transportation has the public 
of New England, or that portion repre- 
sented by the city of Boston, had a 
better realization or a more true per- 
spective of the value of street railway 
transportation to the development of 
the community, or looked upon it with 
a more kindly spirit or a greater desire 
to be of assistance, than at the present 
hour. 

What was deemed revolutionary in 
1918 with reference to the Boston Ele- 
vated System is now regarded, after 
the passage of seven years, as the 
wisest character of legislation, and a 
plan that might be tried with profit by 
every section of the entire United 
States of America. 

We gave them a peculiar charter in 
1918. We have permitted a concern 
which was almost on the verge of bank- 
ruptey to go before the General Court 
and receive a warrant which permitted 
it to charge any rate of fare which it 
saw fit, and in the event of its inability 
in any year to meet its expenditures 
in operation and the payment of its 
dividend, to assess its deficit on the 
cities and towns in which it operates. 

It rather savored of the old days 
when what is now Manhattan was ex- 
changed for a string of glass beads, 
but we feel that it has been a wise 
investment and the Boston Elevated 
System is now before the Legislature 
seeking further legislation, and two 
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propositions are being considered—one 
the question of direct ownership by the 
cities and towns through which the 
road operates, which at a recent hear- 
ing had but one supporter to the proj- 
ect, and the other an extension of the 
franchise granted in 1918 for the period 
of twenty years. It is my firm belief 
that the Legislature in its wisdom will 
reject the proposal for a year’s further 
study of the project, and, recognizing 
the need of adequate railway trans- 
portation, will grant an extension of the 
existing franchise for a further period 
of twenty years. 

The whole public attitude with refer- 
ence to street railway transportation 
has undergone a transition, if you will, 
during the past three years. We are 
beginning to realize that the competi- 
tion of motor buses has been.a serious 
competition in cities outside of Boston, 
and would have been a serious competi- 
tion in Boston were it not for the fact 
that the Mayor of Boston recognizes 
that a street railway transportation 
corporation cannot do business on good 
wishes and promises, and that it re- 
quires something more substantial than 
it is possible to develop with outside 
competition which will operate only 
when the sun shines and roads are in 
good condition, and the remainder of 
the year compel people to use that 
which God gave them as a means of 
locomotion, before the birth of Henry 
Ford. 

So we are taking a different view of 
the proposition. Our perspective has 
been broadened, and we are beginning 
to appreciate that street railway trans- 
portation has passed the stage of a 
non-essential; that it is an absolute 
essential for the conduct of business 
activity, and for the convenience of 
those members of the public who either 
find it impossible to own a ear, or have 
difficulty in retaining in their service 
men who are competent to operate cars. 
And, taking that view of the proposi- 
tion, we do not believe that it is a 
violation of the law, and. we do not 
believe that it is bad judgment, to con- 
sider it in the same light as we do other 
essentials to the development of the 
prosperity and the happiness of society, 
such essentials as water, public sew- 
erage, public lighting, public health, | 
and public education. 
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We realize that no one individual, 
unaided, can maintain a personal trans- 
portation system of his own, and con- 
sidering it in the main essentials we 
recognize that it is necessary, when 
support from its patrons is insufficient 
to meet the cost of operation with a 
reasonable return to the investors of a 
street railway transportation system, 
to make direct levies on the taxpayers 
for the maintenance of that institution, 
and contribute the money to the street 
railway companies that are operating 
in the community. So that it is a 
great pleasure to me, as the Mayor of 
a city which has considered with some 
intelligence and with some degree of 
generosity its ,street railway trans- 
portation, to come before you men and 
express the wish, aye, the hope, that 
the same intelligent direction and the 
Same generous spirit which have made 
possible the continued existence of the 
Boston Elevated transportation system, 
will be in evidence before the 26th ban- 
quet of this organization in every 
intelligent community in New England, 
and that means every city and town in 
all New England. 


Electrical Night at N. Y. 
R.R. Club 


T THE second “electrical night” 
meeting for the season of the New 
York Railroad Club, held on March 20, 
William B. Potter, chief engineer rail- 
way department, General Electric Com- 
pany, spoke on “The Latest Develop- 
ments in Electric Locomotive Design.” 
The main floor of the auditorium of the 
United Engineering Society’s building 
in New York City was filled to capacity, 
indicating keen interest in recent de- 
velopments in electric motive power. 


ELECTRIFICATION PROGRESS 


Mr. Potter said, first, that while elec- 
trification of steam railroads had not 
come about as rapidly as had been 
hoped for, substantial progress had 
been made. He quoted data from 
the recent report of the statistical de- 
partment of the Chicago, Milwaukee & 
St. Paul Railway, showing substantial 
savings from the electrification. (See 
ELECTRIC RAILWAY JOURNAL for Feb, 28, 
1925, page 338). The electrification 
was, therefore, not responsible for the 
railroad’s recent financial difficulties. 
He also touched briefly upon recent 
foreign electric locomotives, particu- 
larly with reference to the problems in- 
volved in the use of siderods, which 
are popular abroad. Pictures of an ex- 
perimental type of geared drive, with 
the gears outside the bearings, were 
shown on the screen as an example of 
recent studies in the line of simplifica- 
tion. The utilization of electric motive 
power, said Mr. Potter, should be along 
lines of the natural characteristics of 
this motive power, not along steam 
locomotive lines. Perhaps the electric 
locomotive of the future will be more 
like the trolley car, with bogie trucks, 
rather than like a steam locomotive. He 
showed pictures of locomotives re- 
cently supplied for operation in Mexico, 
between Vera Cruz and Mexico City, 
where regeneration is an important 
factor. Reference was made also to the 
type of locomotive being built for the 
New York, New Haven & Hartford 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


April 9—Central Electric Railway 
Master Mechanics’ Association, 
Hotel Keenan, Fort Wayne, Ind. 

April 16—Wisconsin Utilities As- 
sociation, Hotel Pfister, Milwaukee, 
Wis. 

A pril 20-25—International Regional 
Planning Congress, Hotel 'Pennsyl- 
vania and Grand Central Palace, 
New York City. 

May 5-8—Southwestern Public 
Service Association, Rice Hotel, 


Houston, Tex. 


May 25-28—National Association 
of Purchasing Agents, Milwaukee, 
Wis. 

June 2-4—Central Electric Railway 
Association, French Lick Springs, Ind. 

June 3-4—Iowa Electric Railway 
Association, Waterloo, Iowa. 

June 10-12—Canadian Electric Rail- 
way Association, Montreal, Quebec. 

June 26-27—New York Electric 
Railway Association, Bluff Point, 
N. Y. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


Railroad, on which 600-volt direct-cur- 
rent motors will drive the axles. A 
motor-generator set will convert the 
11,000-volt, single-phase alternating 
current into direct current. 

Gasoline and oil engines were re- 
garded by Mr. Potter as bound to play 
an important part in- transportation in 
the future on account of their high effi- 
ciency. With these engines the rail 
car offers an opportunity to save op- 
erating expenses on lines of light 


traffic, and the bus has its place also.’ 


Electric speed reduction is preferable 
to mechanical in such vehicles, on ac- 
count of its flexibility. 

In conclusion, Mr. Potter explained 
the construction of the “otheograph” 
(see ELEcTRIC RAILWAY JOURNAL for 
Aug. 25, 1923, page 294), by means of 
which the vertical and lateral stresses 
in track can be recorded as locomo- 
tives and cars pass over it at any 
desired speed. 


RapDIo FOR RAILWAYS 


Mr. Potter was followed by G. Y. 
Allen of the Westinghouse Electric 
& Manufacturing Company, who, speak- 
ing on “Radio on Railways and Else- 
where,” 
“wired wireless,” in which power lines 
can be used for telephone transmission 
without interfering with their main 
function. Direct application to rail- 


‘roading has been slow due to the de- 


mand for radio apparatus in other 
fields, but transmission of signals from 
end to end of long freight trains on 
electrified railroads has been developed. 


described the principles of. 


H. H. Vreeland, Elisha Lee and D. M. 
Brady then spoke briefly on the value 
of membership in the club, and a high- 
class vaudeville entertainment followed. 
There was no discussion of the techni- 
cal papers. Refreshments were served 
at the close. 

The program was in charge of a spe- 
cial committee consisting of W. G. 
Gove, chairman; J. S. Doyle and H. H. 
Norris. 


Central Association to Meet 
at French Lick 


HE annual summer meeting of the 

Central Electric Railway Associa- 
tion will be held at French Lick Springs, 
Ind., on June 2, 3 and 4. Arrangements 
are under way to assure a profitable 
and enjoyable meeting. A program of 
the business sessions will be published 
when completed. 

Special rates have been made by the 
hotel company. The amusement facili- 
ties of French Lick include two eight- 
een-hole golf courses owned by the 
hotel company. Natural surroundings 
also offer an excellent opportunity for 
hiking, horseback riding and other out- 
door sports. A swimming pool is in- 
cluded in the facilities. A large room 
in the recently completed addition to 
the hotel is available for light exhibits 
of manufacturers who may desire to 
send samples of equipment to the 
meeting. 

Reservations should be made directly 
with the hotel company. 


Internationaler Strassenbahn und 
Kleinbahn Verein 


HE Internationaler Strassenbahn 

und Kleinbahn Verein (Street and 
Interurban Railway Association of 
Central Europe) will hold its next 
annual meeting June 21-25, 1925, at 
Budapest. The twelve subjects an- 
nounced for discussion are as follows: 
“Railways in Hungary’; “The von 
Kando Alternating - Current Locomo- 
tive”; “Schedule Speeds on (a) Street 
Railways, (b) Interurban Railways”; 
“Recent Developments in the Design 
and Construction of Automatic Sub- 
stations”; “Electrically Welded Rail 
Joints”; “Thermit Joint Welding on Ex- 
posed Track”; “Design and Operation 
of New Types of Street Railway Cars”; 
“Safety Precautions at Grade Cross- 
ings, at Which There Are No Flag- 
men”; “Developments in Internal Com- 
bustion Engines for Independent Units 
on Interurban Railways”; “Different 
Methods of Securing Economy in Sub- 
urban Rail Service’; “Present Status 
and Recent Developments in Construc- 
tion and Operation of Auto-Motor Cars 
(a) for City Service, (b) for Interurban 
Service”; “Effect of the Auto Bus on 
the Street Railway.” 


Second Regional Motor Conference 


in May 
HE second regional motor trans- 
portation conference under the 


auspices of the National Automobile 
Chamber of Commerce is announced for 
Chicago on May 26-27. The main 
theme, as in the first conference in 
Boston, will be the co-ordination of bus 
and truck uses’ with railway facilities. 
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Central Master Mechanics’ 
Program 


HE next regular meeting of the 
Central Electric Railway Master 
Mechanics’ Association will be held at 
Hotel Keenan, Fort Wayne, Ind., com- 
mencing at 9 a.m., Thursday, April 9. 
The program will include a talk by a 
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steam railroad representative on inter- 
change rules, reports of committees, 
and such other business as may be 
properly presented. There also will be 
a round-table discussion on matters of 
interest to the members attending. 
Some time will also be devoted to in- 
spection of the shops of the local street 
railway. 


American Association News 


Mr. Storrs Takes Office 


Railway Financing and Problems Aris- 
ing from the Operation of Buses 
Will Receive Attention 


UCIUS S. STORRS, who recently 
was appointed managing director 
for the traction industry by the Ameri- 
can Electric Railway Association, opened 
his office at 292 Madison Avenue, New 
York City, on April 2. Mr. Storrs, who 
is an executive of wide experience and 
particularly well known for his ability 
to deal with the public, will act largely 
as a general adviser and guiding hand 
for the electric railway interests, large 
and small. 

Entrance of Mr. Storrs into the na- 
tional electric railway situation is a 
part of the general modernization 
movement, according to a statement 
issued from association headquarters. 
Major problems facing the industry in- 
clude co-ordination of electric railway 
and bus service, financing of extensions 
and betterments, and the procuring of 
legislation for the regulation of inter- 
state bus traffic. Adoption of the bus 
as an integral part of electric railway 
service is becoming general throughout 
the country. At present about 200 elec- 
tric railway companies are using the 
bus in supplemental service. In further 
co-ordination of bus and electric car 
service, Mr. Storrs’ advice will be valu- 
able. As president of the Connecticut 
Company, which operates practically 
all the electric lines and many buses in 
Connecticut, he had long experience 
with bus service. Ever since the bus 
began to occupy a place in local trans- 
portation, Mr. Storrs has been actively 
associated with joint committees of the 
automotive and electric railway groups. 

Financing is occupying a prominent 
place in the traction picture now. Prior 
to his entrance in the electric railway 
business, Mr. Storrs was president of 
the New England Investment & Se- 
curities Company, and also now is a 
director of the Union Trust Company 
of Springfield, Mass. After becoming 
associated with the Connecticut Com- 
pany he successfully financed that prop- 
erty despite the general gloomy atti- 
tude entertained by bankers regarding 
tractions. 

The interstate bus situation is prob- 
ably the most pressing immediate 
problem that Mr. Storrs must face. It 
was brought to a climax by the recent 
decision of the United States Supreme 
Court which put the determination of 
the convenience and necessity of intér- 
state lines beyond the power of the 
state commissions. The Interstate 
Commerce Commission having held that 


it has no authority for highway trans- 
port, there now appears to be no regu- 
latory authority controlling buses. Any 
relief which is effected probably will 
have to come through Congress, and 
doubtless legislation will be sought by 
the various interested industries. 


Exhibits 


EVERAL of the members of the 

convention committees on exhibits 
and entertainment held a preliminary 
meeting at Atlantic City on March 20. 
Members present were: C. E. Morgan, 
chairman exhibit committee; S. J. Cots- 
worth, chairman entertainment com- 
mittee; J. W. Welsh, executive secre- 
tary; F. C. J. Dell, director of exhibits; 
J. C. MeQuiston, A. J. Purinton, A. M. 
Robinson and L. W. Shugg. Mayor E. 
M. Bader of Atlantic City and rep- 
resentatives of the local interests were 
also present. Satisfactory arrange- 
ments were concluded for the use of 
Young’s Million Dollar Pier and for the 
decorations and other arrangements. 

An innovation has been made this 
year by arranging for the construction 
of a temporary railroad track so that 
electric cars can be placed on exhibit 
without the difficulties of transporta- 
tion to and from the pier that have 
been encountered in past years. 

It was recommended by the exhibit 
committee that Wednesday, Oct. 7, be 
set aside for the inspection of exhibits, 
the same as the corresponding day last 
year. - It was also recommended that 
the association look with displeasure on 
any exhibit or demonstration of buses 
elsewhere than on the pier. 

A sub-committee was appointed to 
assist in securing exhibitors, as fol- 
lows: Morris Buck, chairman; T. W. 
Casey, L. W. Shugg, B. E. Tilton, New 
York district; A. M. Robinson, 
Sade Cotsworth, Philadelphia district; 
Thomas Fitzgerald, JG: McQuiston, 
Pittsburgh district; A. L. Price, R. C. 
Snell, Cleveland, Detroit and Toledo 
districts; H. H. Adams, J. R. Fitz- 
patrick, 5 OMB OF Gould, Chicago district; 
G. L. Kippenberger, St. Louis district; 
R. H. Dalgleish, Washington district; 
H. B. Potter, Baltimore district; G. H. 
Clifford, Southern district. 

Other sub-committees appointed 
were: Decorations—J. C. McQuiston, 
chairman; L. W. Shugg, F. C. J. Dell; 
space—H. B. Potter, chairman; L. E. 
Gould, G. H. Clifford; power—T. W. 
Casey, J. R. Fitzpatrick, A. L. Price; 
car and bus exhibits—A. J. Purinton, 
chairman; S. J. Cotsworth, R. H. Dalg- 
leish, G. L. Kippenberger, A. M. Robin- 
son; insurance—J. W. Welsh, F. C. J. 
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Dell; co-operation with entertainment 
committee—Morris Buck, chairman, H. 
H. Adams, B. E. Tilton. 


Equipment 


MEETING of the equipment com- 

mittee of the Engineering Associa- 
tion was held in Cleveland, Ohio, on 
March 16 and 17. Those present were: 
P.V.C. See, chairman; W. S. Adams, R. 
S. Bull, A. T. Clark, L. H. Fry, J. M. 
Hipple, W. H. McAloney, J. C. McCune, 
M. O’Brien, E. S. Sawtelle, W. G. 
Stuck, H. S. Williams, G. L. Schermer- 
horn representing E. D. Priest, Robert 
Long representing J. L. Gould, and 
D. C. Fenner and J. S. McWhirter, 
visitors. 

In connection with the review of 
existing standards, the committee con- 
sidered it desirable to give further 
attention to the matter of clearances 
for bearings, in order that these might 
be definitely specified. The specifica- 
tions for proof-testing of forgings as 
submitted by sub-committee No. 1 were 
approved. In regard to wheel mount- 
ing and check gages, it was decided 
to recommend two gages, one for 
mounting wheels and the other for 
checking the gage of wheels after 
they are mounted. The mounting gage 
is to be made up without tolerance, 
and the checking gage with tolerance. 
The present standard gage should be 
revised to change the slope of the wheel 
tread from 1 in 25 to 1 in 20. The 
suggestion that a gage be made up to 
determine when wheels should need 
further attention was disapproved. 
Questions of proper tolerance for bore 
of gears and the revision of plain 
gages for wheels and _ permissible 
eccentricity of axles were discussed, 
and it was decided that further infor- 
mation should be obtained. 

The sub-committee on brakes and 
foundation brake rigging made a very 
complete report. This included defini- 
tions of the various brake equipment 
parts, methods and formulas for com- 
puting stresses in foundation brake 
gear, frequent causes for poor braking 
conditions and recommended practices 
for overcoming troubles. This was re- 
viewed and several changes were sug- 
gested. The sub-committee will revise 
this report and submit it for further 
consideration. Car painting was dis- 


 eussed and the committee on this sub- 


ject reported that a questionnaire had 
been sent out. As soon as replies are 
received, these will be tabulated for 
further consideration. 

The minutes of a meeting of the 
motor coach committee of the Society 
of Automotive Engineers, held on March 
9, were read and the members of the 
equipment committee decided to co- 
operate in the work as outlined. ’ 

The subject of reduction of car noise 
was reported on by the sub-committee, 
and discussion of the work brought out 
the fact that certain tests were desir- 
able. In order to carry out the tests 
properly, instruments and various test- 
ing equipment would be needed. The 
committee decided to recommend that 
the subject of tests in connection with ~ 
car noise be referred to next year’s 
equipment committee with the recom- 
mendation that an appropriation be 
made to cover the cost of instruments _ 
necessary for making the tests. 
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to be used in making the various tests. 
The committee reported that a ques- 
tionnaire had been prepared and would 
be sent out. 

Reports of the chairman of the 
various sub-committees brought out the 
fact that members have been delinquent 
in answering correspondence, so that 
many reports have been held up, await- 
ing replies. More prompt attention is 
necessary if the large amount of work 
assigned to the committee for this 
year is to be completed. 


Rapid Transit 


HE first meeting of the rapid 

transit committee for the year 
1924-1925 was held. at association 
headquarters, New York City, on 
March 27, with the following members 
in attendance: G. A. Richardson, chair- 
man; J. H. Alexander, C. E. Smith, D. 
L. Turner, James Walker, R. B. White 
and W. B. Bennett. 

A discussion of the objects of the 
committee was followed by a discus- 
sion of its activities during the pre- 
vious year. It was pointed out that a 
start was made last year in the com- 
pilation of statistical and historical 
data covering the principal cities in 
the United States and in foreign coun- 
tries in which rapid transit facilities 
are in operation; and also similar data 
for those cities in the United States 
whose populations have reached a point 
where rapid transit facilities either 
have been under consideration or may 
in the near future be under considera- 
tion. It was agreed that this informa- 
tion would be of incalculable value in 
studying rapid transit developments to 
date and in furnishing information for 
guidance in the near future. 

Mr. Walker, who compiled this data, 
stated that some companies had not 
responded in furnishing the informa- 
tion requested. After considerable 
discussion it was the consensus of 
opinion that an attempt should be made 
immediately to arouse the interest of 
those companies with a view to secur- 
ing their co-operation in furnishing the 
desired information. Mr. Richardson 
suggested that Mr. Storrs personally 
write to the executives of the com- 
panies in cities of 500,000 population 
or more, pointing out to them the value 
of the work this committee proposes to 
do, and thereby attempting to secure 
their co-operation in furnishing the 
necessary data. This letter is to be 
accompanied with a questionnaire out- 
lining the data desired. 

The following subjects were dis- 
cussed as being worthy of consideration 
and possibly of inclusion in the final 
report: 

Forms of rapid transit other than 
elevated or subway for cities having 
populations from 500,000 upward. It 
was pointed out that in some instances 
street widening would permit the con- 
struction of tracks in a ballasted cen- 
tral portion either with or without 
grade crossings, depending upon the 
particular local conditions. On such 
tracks a form of express service might 
be operated which would result in very 
much higher schedule speeds than are 
possible at present on surface lines 
under ordinary conditions. Such con- 
struction could readily be made with a 


view to the later installation of ele- 
vated or submerged tracks when traffic 
conditions warrant the additional in- 
vestment. , 

Possibilities of materially increasing 
schedule speeds on ordinary surface 
lines by strict police regulation of 
traffic designed to keep the tracks clear 
of other vehicular traffic during the 
rush hours. 

Methods of financing rapid transit 
facilities, i.e., whether or not such facili- 
ties should be constructed with private 
capital by general taxation in the com- 
munity, by assessment against abutting 
property (the value of which would be 
greatly enhanced by the rapid transit 
facilities) or by combinations of any of 
these methods. 

Enhanced value of property result- 
ing from the installation of rapid transit 
service in the community. 

The general discussion covered many 
phases of rapid transit service, includ- 
ing the use of motor buses as feeders 
to rapid transit lines. There was unan- 
imous agreement that all facilities of 
whatever kind should be co-ordinated 
into a single unified system in the in- 
terest of the community served. 


-Two Convention Committees 
Named 


HE personnel of two important 

convention committees, those on 
exhibits and entertainment, has been 
completed and was announced recently 
by President Shannahan. The complete 
list of names follows: 


EXHIBITS 


C. E. Morgan, vice-president and 
general manager Brooklyn City Rail- 
road, Brooklyn, N. Y., chairman. 

H. H. Adams, Chicago, IIl. 

Morris Buck, New York, N. Y. 

T. W. Casey, New York, N. Y. 

G. H. Clifford, Fort Worth, Texas. 

S. J. Cotsworth, Philadelphia, Pa. 

R. H. Dalgleish, Washington, D. C. 

Thomas Fitzgerald, Pittsburgh, Pa. 

J. R. Fitzpatrick, Chicago, III. 

L. E. Gould, Chicago, III. 

G. L. Kippenberger, St. Louis, Mo. 

J. C. McQuiston, East Pittsburgh, Pa. 

H. B. Potter, Baltimore, Md. 

A. L. Price, Mansfield, Ohio. 

A. J. Purinton, Atlantic City, N. J. 

A. M. Robinson, Philadelphia, Pa. 

L. W. Shugg, Schenectady, N. Y. 

R. C. Snell, Cleveland, Ohio. 

B. E. Tilton, Syracuse, N. Y. 


ENTERTAINMENT 
S. J. Cotsworth, sales agent Lorain 
Steel Company, Philadelphia, Pa., 
chairman. 


G. A. Barnes, New York, N. Y. 

Carl H. Beck, New York, N. Y. 
_E. J. Blair, Chicago, Ill. 

H. L. Brown, Mansfield, Ohio. 

F. A. Elmquist, New York, N. Y. 

E. C. Faber, New York, N. Y. 

C. E. Hale, Pittsburgh, Pa. 

J. W. Hancock, Roanoke, Va. 

H. J. Kenfield, Chicago, IIl. 

G. R. Lyman, New York, N. Y. 

C. E. Morgan, Brooklyn, N. Y. 

L. H. Palmer, Baltimore, Md. 

W. C. Parker, Lansing, Mich. 

C. L. Pierce, Jr., Pittsburgh, Pa. 

Harry Reid, Indianapolis, Ind. 

W. J. Stanton, New York, N. Y. 


Engineering Symbols 


MEETING of the committee on 

A engineering symbols was held at 
association headquarters, New York 
City, on March 30. Those present 
were: H. R. Stamm, chairman; R. C. 
Cram, sponsor; H. W. Codding, C. W. 
Squier and W. J. Quinn, representing 
J. F. Neild. 

A large number of symbols were 
submitted by various members of the 
committee for consideration. These 
symbols were divided into six classes: 
(1) Topographical; (2) buildings and 
structures; (3) electrical; (4) railroad; 
(5) mathematical; (6) mechanical. 

Topographical symbols used by the 
United States Geological Survey and by 
the committee on national defence 
maps were considered by the members 
in connection with those suggested in 
the Engineering Association Proceed- 
ings of 1915. As symbols used by the 
United States Geological Survey are 
printed in three colors, it was decided 
to use the symbols suggested in 1915, 
together with additional ones from the 
United States Geological Survey and 
committee on national defense maps, 
which could be shown in black and white. 

Standard symbols for the electrical 
equipment of buildings as approved for 
a tentative American standard by the 
American Engineering Standards Com- 
mittee were considered as satisfactory. 
Two sheets of architectural symbols 
were submitted for consideration. Sym- 
bols for heating and ventilating, as 
shown in a preliminary draft code of 
the American Society of Heating and 
Ventilating Engineers, were submitted, 
together with symbols used by several 
manufacturers of heating and ventilat- 
ing equipment. It was decided to use 
those approved by the Society of Heat- 
ing and Ventilating Engineers, to- 
gether with any additions from the 
manufacturer’s design, which were con- 
sidered essential. A sheet of symbols 
on reinforced concrete, taken from the 
Structural Engineers’ Handbook by 
Milo S. Ketchum, was submitted for 
criticism, together with symbols for 
structural mechanics taken from the 
same source. These were considered 
satisfactory by the members of the 
committee present, and they are to be 
sent to other members of the committee 
for consideration and criticism. 

Several hundred symbols for electri- 
cal equipment were submitted for con- 
sideration. The number of these was 
reduced to approximately 75, which 
were considered essential for electric 
railway use. Sheets embodying these 
75 symbols are to be prepared, and 
submitted for further consideration. 

The symbols for track and rail as 
submitted in 1915 were considered sat- 
isfactory. These are to be supple- 
mented by additional symbols which 
have been suggested as important to 
be incorporated in the report. Several 
sheets of symbols as used by the Rail- 
way Signal Association were submitted 
for consideration. These are to be sent 
to all members of the committee for 
their criticism and suggestion as to the 
ones which should be incorporated and 
for any modification, should that ap- 
pear desirable. A sheet of mechanical 
symbols embracing desirable additions 
is to be prepared. 
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Forming Handles at Ends 
of Iron Rods 


CONVENIENT fixture for bend- 

ing the ends of switch levers, 
underground conduit cleaning rods 
and other similar devices used by 
electric railways has been devised by 
C. P. Westlake, supervisor of equip- 
ment, Eighth Avenue Railroad, New 
York City. The supporting member 


=i¢ of the fixture is arranged to fit into 
~-* the hardie hole of the anvil, so that 


it is convenient to forge and tools. 
The part of the fixture used to bend 
the rod has two parts, one stationary 
and the other movable. The sta- 
tionary part has the shape of the 
inside of the handle and the movable 
part when it is pressed down forms 
the upper portion. - Pressure for the 
bending operation is obtained from 
a handle with fulcrum at the end 
acting through a link to the movable 
part. A pipe extension is used to 
provide necessary pressure through 
increased leverage. 

To bend the end of the rod into 
the shape desired, the end is heated 
at the forge and is then placed in 
the fixture with the end of.the rod 
coming up against a stop, so as to 
determine accurately the amount of 
material to be used for the outside 
end of the bend. The movable part 
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Fixture Used for Forming Handles at the End of Rods 


of the fixture is then pressed down 
by operating the handle, and the 
upper part is thus shaped. The 
long part of the rod is then bent 
down around the stationary part of 
the fixture, so as to form one side 
of the handle, and the short side 
of the rod is bent around the other 
side of the stationary fixture to make 
the complete handle. The accom- 
panying illustration shows the fix- 
ture with a rod in position ready 


to start the bending. A completed, 


rod -with handle formed is also 
shown at the right. This is used for 
cleaning dirt out of the underground 
conduit. 


Span Wires Replace 
Bracket Arms 


N MAINTAINING its overhead 
4d lines, the Washington, Baltimore 
& Annapolis Electric Railroad has 
followed the practice of replacing the 
bracket arms from which the trolley 
wire is suspended by span wires, as 
shown in an accompanying illustra- 
tion. From Baltimore to Washing- 
ton this railway has double track 
and the overhead structure is sup- 
ported by wood poles on both sides 
of the track. Catenary construction 
is used and 2-in. hard steel mes- 
senger wire formerly was suspended 


At Left, Old Arrangement with Messenger Wire Suspended from Bracket Arms. 
Directly from Span Wires with Guys to Hold Trolley Wire in Position 


At Right, Messenger Wire Is Now Suspended 
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from bracket arms extending over 
the track from the poles. Span 
wires acted as guys for the bracket 
‘arms and connected opposite poles. 
More recently the arms have been 
eliminated and the No. 0000 copper 
‘trolley and steel messenger wires are 
‘suspended by a triangular rigging 
as illustrated. 


Finishing Wheel Tread and 
Flange at One Setting 


‘TEEL-TIRED wheels are finished 

at the Unionport Road Shop, 
New York City, of the New York, 
Westchester & Boston Railroad with 
a tool accurately shaped to conform 
to the tread and flange contour. 
After the rough cuts are taken in 
the wheel lathe, this tool is used to 


Cutting Tool Used for Finishing Wheel 
Tread and Flange at One Setting 


finish the turning operation. It pro- 
vides a very accurate contour and 
also saves considerable in the cost of 
‘turning. 

The cutting part of the tool is of 
tool steel, welded to a steel plate 
which screws to the end of the tool 
shank. This provides a renewable 
and removable cutting surface. At 
the same time it permits the use of a 
high quality of tool steel for cutting, 
with a lower grade material for the 
shank. An accompanying illustra- 
tion shows the construction. 


Accurately Fitted Bearings 
Have Long Life 


HE use of plastic bronze for 

armature bearings instead of 
babbitt-lined cast-iron shells was be- 
gun in April, 1921, on the Utica lines 
of the New York State Railways. 
Particular attention was given to the 
boring of the new bearings, a clear- 
ance of 0.006 in. over the actual size 
of the armature shaft being allowed. 
After two years of service covering 
approximately 147,000 miles, the 
first car fitted out was brought in for 
a grounded armature. The bear- 
ings were examined carefully, and 
measurement showed a wear of 
0.003 in. over the original clearance. 
Since the total clearance of 0.009 in. 
was not considered excessive the 
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bearings were reinstalled and con- 
tinued in service. 

Bearings are bored on the same 
horizontal boring mill that is used 
for wheels. A special fixture has 
been designed which is capable of 
holding the two housings of the 


Circular Saw Filer 


O MEET the demand for an 

automatic machine to sharpen 
circular cross-cut and rip saws, the 
Wardwell Manufacturing Company, 
Cleveland, Ohio, has brought out a 
type known as the model Y. This 
has a capacity for filing all types of 
circular saws up to 18-in. diameter 
with teeth from the smallest up to 
4 in. from point to point. 

Among the special features of 
construction is the oblique elliptical 
movement of the filing arm, which 
gives the same stroke to the file as 
in hand work. A cam is connected 
to the main drive shaft. This cam 
raises the slide frame at a slight 
angle out of the vertical, which 
gives an oblique movement to the 
file and allows it to enter and leave 
any hook of tooth. A hardened steel 
roller on the point of the cam oper- 
ates the horizontal slide filing arm. 
Two adjustments are provided for 
the movement of the lever attached 
to the swiveling head. One of these 
adjustments covers the length of 
stroke and the other the amount 
of cut removed from the face of the 
tooth. An elevating screw raises or 
lowers the saw at the point of filing. 

The swiveling movement of the 
head and saw vise is secured through 
a 2 to 1 gear connection from the 
main drive shaft. The saw is turned 
alternately from right to left an 
amount depending on the degree of 
bevel to be given the teeth. The 
teeth of cross-cut saws are thus con- 
secutively sharpened with alternate 
bevels through the swiveling of the 
saw between the stroke of the file. 
Ripsaws whose teeth do not require 
beveling are filed straight across by 
slipping the gears out of mesh and 
tightening the vise head in position 
at right angles to the file. The saw 
vise is easily removed for cleaning 
when necessary. 

The machine can be furnished 
either for belt drive or with a direct- 
connected motor mounted on a ped- 
estal. The bench type machine 
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motor in a horizontal position. A 
boring bar of special construction is 
fastened to the spindle of the mill. 
This has a center bearing with 
micrometric adjustment to take up 
wear. Two bearings are bored in po- 
sition at one time. 


Combination Cross-Cut and Rip Circular 
Saw Filer Mounted on Pedestal 


weighs 165 lb. When mounted on a 
pedestal, the weight is 315 lb. The 
machine can be operated at a speed 
sufficient to sharpen 65 teeth per 
minute. Standard triangular files 
are used of a size depending on the 
size of the teeth to be sharpened. 
These files can be used for their 
entire length and on all three sides. 


Crane Control 


DEVELOPMENT that is of 
value where reversing and non- 
reversing direct-current motors are 
used is the new magnetic time con- 
troller marketed by the General 
Electric Company of Schenectady, 
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N. Y. This control has been espe- 
cially designed for use with cranes 
and hoists. 

Among the advantages claimed 
are ease in repair, well constructed 
and easily accessible parts, simplicity 
in wiring and a strong angle iron 
frame on which the control is 
mounted. Bases are moisture resist- 
ing, being constructed of a strong 
compound and chosen for their 
dielectric strength. 

A time limit scheme of accelera- 
tion is provided when starting and 
current limit for plugging when 
reversing. Controls are provided 
with instantaneous electrical reset 
overload relays. 


Tie-Spacing Cap and Shoe 
for Jacks 


CAP and shoe which can be in- 
stantly applied to Simplex track 
jacks, so as to adapt them for spac- 
ing ties, is being placed on the mar- 
ket by Templeton, Kenly & Company, 
Ltd., Chicago, Ill. To straighten 


skewed ties, the toe of the tie-spac- 
ing shoe engages the tie below the 


Ca 


Spacing Cap and Shoe in Position on Track 
Jack for Spacing Ties 


center, while the base of the jack 
presses against the adjacent tie. 

This device can be placed on any 
Simplex track jack. But two new 
parts are required, the cap and the 
shoe. The cap is a drop forging and 
is recessed to hold the shoe. It 
serves the purpose of the old cap by 
keeping the rack bar from coming 
out and also provides the shoe at- 
tachment. A greater safety feature 
is provided in the new cap by reason 
of its rounded edge and the,.down- 
ward projection which prevents the 
fingers from being pinched. 

The tie-spacing shoe is a drop 
forging. It can be adjusted so as to 
give two positions of the toe. When 
adjusted in either position it does 
not swing away from the jack, nor 
can it drop out. 

To use the new attachment for 
spacing ties, the ballast is removed 
ahead of the first tie and the jack 
and toe are placed in position. After 
the first tie has been spaced the 
others can be pushed ahead without 
removing additional ballast. 
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Combination Woodworking 
Machine 


COMBINATION working ma- 

chine manufactured by the 
Parks Ball Bearing Machine Com- 
pany, Cincinnati, Ohio, is designed 
to provide practically all of the more 
important wood-working machine 
tools in one piece of equipment at 
a very low price. The machine is 
built up on a steel frame made of 
2-in. angles and is supported on two 
base timbers of 2-in. x 10-in. ma- 
terial, 8 ft. long and set 2 ft. apart. 
The circular saw table has a double 
working surface made up of channel 


This Machine Has Ten Wood-Working Tools Combined 
in a Single Mounting 


slats welded to the angle frame. 
This table is 3 ft. 8 in. wide and 
8 ft. long. The distance between 
saws is 28 in. A positive and ac- 
curate adjustment of the depth of 
cut is provided by the mandrel con- 
trol device. These mandrels will 
take saws with a 1l-in. hole and 
are stopped and started with a fric- 
tion clutch. 

A 12-in. wide joiner is provided, 
with a round safety head and four 
knives. The cutting circle is 44 in. 
diameter. The steel plates are raised 
or lowered on an incline with hand 
wheel screws to adjust the depth of 
cut. A tilting guide on the joiner 
tilts to an angle of 45 deg. and is 
adjustable up to 17 in. width. A 
spring holds down the material. 
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At one side of the frame a band 
saw is mounted, which cuts to the 
center of a 44-in. circle. The band 
saw table measures 143 in. x 174 in. 
and can be tilted for sawing bevels. 
The wheels take saws 12 ft. long and 


the upper guide can be raised to 


take material up to 7 in. thickness. 
A belt-shifting device is used for 
convenience of the operator in stop- 
ping and starting. 

There is a swing cut-off saw, which 
will cut 1-in. material 15 in. wide, 
or 8-in. material 12 in. wide. It has 


an adjustable stop, so as not to swing 
back further than is desired for the 
particular width of the work. When 


not in use the saw drops below the 
table surface. 

Other tools on the machine in- | 
clude a reversible spindle shaper, an 
upright hollow chisel mortiser and 
borer, a tenoner, an 18-in. sand 
disk, a rip guide adjustable for any 
width up to 22 in. and a cross-cut 
guide which slides in milled grooves 
in the table. 

The combination of tools included 
in the machine would answer the 
requirements of a small electric rail- 
way, where the investment in a 
more expensive installation of in- 
dividual machines is not warranted 
by the amount of millwork to be 
done, or where limited shop space 
does not allow a more complete 
installation. te | 
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The News of the Industry 


New Plan for Cleveland 


Steam Railroad and Electric Railway 
Officials Discuss Terminal Problem 
and Suburban Co-ordination 


Plans for handling and co-ordinating 
transportation in the metropolitan area 
of Cleveland, including its large sub- 
urbs, are now being worked out in a 
series of meetings between the officials 
of the Cleveland Railway and O. P. and 
M. J. Van Sweringen, Cleveland, who 
are building Cleveland’s new union ter- 
minal station, to be completed about 
1928. All of the Van Sweringen plans 
for rapid transit from the Cleveland 
suburbs call for electrification. 

Details of the working out of the 
transportation plans of the Van Swer- 
ingens with the Cleveland Railway 
have not as yet been made public, but 
in a statement to the Metropolitan 
Transportation Commission Mr. Van 
Sweringen said he felt that his compa- 
nies would furnish the Cleveland sub- 
curbs with their rapid transit facilities, 
while the Cleveland Railway should 
have a monopoly over the bus and trac- 
tion service within the city proper, 
which means a radius of 5 to 7 miles 
from the Public Square. 

This may eventually mean that some 
of the Cleveland Railway suburban 
lines may come into the hands of the 
Van Sweringens and that there may be 
an interchange of transfers between 
the Van Sweringen rapid transit lines, 
which will lead into Cleveland’s new 
union station, and the Cleveland Rail- 
way’s city lines. 

It is also possible that the Van Swer- 
ingens may arrange with the Cleveland 
Railway to build a downtown subway 
terminal underneath the Public Square, 
with approaches to the new union 
station. 

When the Van Sweringens and the 
Cleveland Railway officials have com- 
pleted their discussions in executive 
sessions it is expected that the metro- 
politan area of Cleveland will have one 
of the finest co-ordinated transporta- 
tion systems in the country. 


Bus Permit Denied—Iowa 
Interurban Would Be Impaired 


A request for a permit to operate a 
bus line from Davenport, Iowa, to 
Clinton, Iowa, and from Davenport to 
Muscatine, Iowa, has been denied the 
Scenic Stage Line Company of St. Paul 
by the Iowa Railroad Commission. The 
proposed bus line would have paralleled 
the route of the Clinton, Davenport & 
Muscatine Railway, an electric line 
operated by the United Light & Power 
Company. It was brought out at a 
hearing conducted at Muscatine that 
the proposed bus line would touch at 
nearly all of the towns along the inter- 
urban line in addition to serving the 


‘three terminals. 


The bus line would 
have served three points which the in- 
terurban does not serve. The three 
towns are served by three steam trains 
each way daily and the towns on the in- 
terurban, 21 in number, are served by 
eleven trains each way daily. Some 
little time past the interurban ,rail- 
way company put in effect a new and 
faster schedule, increased the number 
of trains and has been advertising for 
business. 

The commission held that as the 


Clinton, Davenport & Muscatine Rail- 
way was dependent on business from 
the towns along its line alone and did 
not traverse other states’so that it 
could make up a loss in business else- 
where a competing bus line would 
probably destroy a large property in- 
vestment now adequately serving the 
public; that it would not promote the 
public convenience, but would more 
likely inconvenience a greater number 
of people by impairing rail line service 
now provided for. 


$500,000,0® Traction Vote in Chicago 


Co-ordination Measure Goes Before Voters on April 7—Exciting 
Campaign—Ex-Mayors Oppose New Plan 


HICAGO, noted for two defeats of 

transportation proposals at the 
polls in the last twelve years, votes on 
April 7 on the Dever-Schwartz $500,- 
000,000 subway co-ordination measure. 
The finishing touches have been put to 
a remarkable campaign in which 150 
meetings were held in the last week 
alone. 

‘The economic aspects are unusual in 
that the city expects to acquire the 
Chicago Surface Lines for $163,000,000, 
the elevated for about $85,000,000 and 


OUR THREE MUSKETEERS 
OME FOR ALL AND ALL FOR ONE AGAINST THE SUBWAY 
A 


Three Ex-Mayors Pictured by Chicago 
“Tribune” as Blocking the Track 


build a subway without any direct out- 
lay on its part. The whole financing 
except $40,000,000 paid to the city by 
the Surface Lines is expected to be 
done out of earnings. The ordinance 
ealls for the outlay of $702,000,000 for 
the physical plant over a 20-year pe- 
riod, all to be paid for by notes. 
Possibility of a 27-mile ride for 6 
cents after the-co-ordination has oper- 
ated a year is held out by the cam- 
paigners. At its inception the fare will 


be 7 cents for elevated and surface 
lines (subways later) with interchange- 
able transfers. Col. Bion J. Arnold, 
Major R. F. Kelker, Jr., and Robert 
Isham Randolph, widely known con- 
sulting engineers, support the fare 
reduction promise through the Non- 
Partisan Committee of One Thousand, 
which directed Mayor Dever’s cam- 
paigning.» 

The ordinance provides a $5,000,000 
stabilizing fund. When this passes 
$7,000,000 the fare comes down 1 cent. 
The experts explain that if the courts 
uphold the contention that this is a 
municipal property and tax exempt, 
$4,400,000 will be immediately available. 
This is the sum which the elevated 
and surface lines would have to pay in 
taxes. Besides, there will be an end 
to the burden of paying 55 per cent of 
net operating income into the city 
treasury, which the surface lines have 
done for eighteen years. 

An early issue as to whether this 
was to be a privately owned or munici- 
pally owned system grew cold as the 
vote neared. Private investors will 
hold a mortgage on more than half the 
lines for twenty years. At that time 
the city will be conceded more than 
half ownership and will assume ma- 
jority control of the operating board 
which will run the lines. The city will 
never have less than an equal voice in 
naming the operating board. 

An anomoly has been presented by 
the campaigners in the declaration that 
the surface lines are the finest trans- 
portation plant in the country and ren- 
dering excellent service—of course 
with limitations. Far from the cry of 
inefficiency usually heard in campaigns, 
the city speakers have pointed out that 
it is physically impossible, without sub- 
ways, to better downtown transporta- 
tion on account of congestion. 

Buses have come in for a share of the 
debate, but proponents of a complete 
bus system have made little headway. 
Their arguments were answered by pic- 
tures of long lines of buses, automo- 
biles and street cars wedged for blocks 
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in the shopping district. Buses, the 
campaigners said, will be used for feed- 
ers to rapid transit lines in neighbor- 
hoods not populous enough to support 
surface cars. 

Underground campaigning has been 
explosive. Chicago’s three ex-Mayors, 
William Hale Thompson, Carter H. 
Harrison and former Governor Dunne, 
came out against the ordinance. Sup- 
porting Thompson, Governor Small 
ordered the Illinois Commerce Commis- 
sion to investigate, and supposedly con- 
demn, the plan and was defied by the 
chairman, Frank L. Smith. The Thomp- 
son “transportation district,” which was 
beaten at the polls five years ago, was 
revamped into a bill for the Legisla- 
ture. None of the opposition moves 
seemed to stick. 

Dunne declared his belief that the 
operating board has already been 
agreed on in the city hall and doubts 
whether nine men can be found who 
will run the lines honestly and without 
politics. He charges that once a man 
is in one of the positions, which may 
pay as high as $50,000 a year salary, 
he will be unassailable. There is no 
removal provision in the ordinance. 

Carter Harrison declared its insuffi- 
ciency condemned the subway plan. He 
said he would stand for nothing less 
than subways to every district. Under 
his plan there would be little surface 
transportation. : 

Hearst newspapers are working with 
Thompson. They claimed to have brok- 
ers’ literature promising $240 gain in 
the market price of surface lines bonds 
and $37 gain for every share of stock, 
which is headlined: “Rich melon prom- 
ised if Dever wins,’ and a keyline 
“Who Pays? Poor old city.” 

Thompson, ordering his own political 
machine solidly to the polls to vote no, 
has appealed to other citizens to stay 
away from the polls so they would 
not make the mistake of helping to 
pass the ordinance. 

It has been generally conceded that 
the ordinance will be adopted, although 
it is a by-election. A poll, however, 
showed the sentiment to be very close. 
Support of 303 civic bodies is claimed 
for the ordinance with 25 against it. 


Will Report on New York City’s 
Suburban Problems 


Governor Smith signed the Mastick 
bill on April 2 which creates a commis- 
sion of eleven members to irivestigate 
and report upon the suburban transpor- 
tation problem of the city of New York 
and its environs. 


Buffalo Conference Postponed 


The Public Service Commission has 
adjourned until April 15 the conference 
to be attended by the members of the 
commission, the municipal authorities 
and officials of the International Rail- 
way, Buffalo, including Thomas E. 
Mitten of Philadelphia. At this con- 
ference the report of the engineers of 
the commission detailed to check up on 
local service and equipment conditions 
will be ready and the co-operation of 
municipal authorities and the railway 
management will be asked by the com- 
mission as the most effective means of 
ending the traction problems of Buffalo. 
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New Fare in Youngstown 


Weekly Ticket Plan Started as Means 
of Inducing Off-Peak Riding 
—tToken Holders Sold 


The Youngstown Municipal Railway 
Youngstown, Ohio, contemplates build- 
ing up off-peak riding by the sale of a 
weekly ticket good for 25 rides to sell 
at $1.25, making the individual rides 
5 cents each, and in this way restoring 
in a measure the 5-cent fare. This in- 
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Appeal to Youngstown Riders to Use 
Token Holders 


novation will in no way affect the exist- 
ing rates of fare. They are 8 cents 
cash or seven tickets for 50 cents, with 
a 1-cent charge for transfer on either 
cash or ticket fare. 

Each ticket will contain 25 spaces for 
the conductor or operator to punch out 
the rides as taken. The ticket will be 
presented by the passenger for this 
punching for each ride taken. Between 
the hours of 5 a.m, and 7 p.m. week- 
days the weekly ticket is good for only 
one person. Between 7 p.m. and 5 a.m. 
weekdays and all day Sundays and 
legal holidays it is good for any num- 
ber of persons, one ride being punched 
out for each of the group using the 
ticket in common. 

No transfers will be issued on fares 

paid by use of this ticket. 
_ The ticket will be good for a speci- 
fied week only, starting at 12 a.m. 
Monday and continuing through till 12 
midnight the following Sunday. This 
week will be designated on the face of 
each pass by the dates, the first week, 
for instance, being good from April 6 
to April 12, 1925, inclusive. 

The arguments in favor of the use 
of this form of transportation are that 
it will encourage short riding at the 
reduced rate, will increase the noonday 
riding, in a number of instances prob- 
ably a number of persons going to and 
from home for lunch, and thus taking 
four rides a day at a total cost of 20 
cents instead of two rides at a cost of 
14 to 16 cents, and increasing the use 
of cars and buses in the evening by 
having family parties or other groups 
use the cars with weekly tickets rather 
than the automobiles for pleasure riding. 
An increase in use of the cars Sundays 
and holidays is also anticipated. 
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The introduction of this form of 
ticket is experimental. Whether it will 
be continued depends upon the results 
obtained after a sufficiently long trial 
period. 

Furthermore the Youngstown Munic- 
ipal Railway began the use of metal 
tickets in lieu of the paper strip tickets 
on Sunday, March 29. Apparently the 
change in form of tickets was most 
successful. More than 70,000 tokens 
were sold on the first day and a supply 
of 10,000 token carriers given free with 
purchase of these tickets was ex- 
hausted long before the day was fin- 
ished. As a result the company has 
ordered more of these carriers. 


Out to Win in Dallas 


To win the Charles A. Coffin Founda- 
tion award in 1925 is the hope of the 
Dallas Railway, Dallas, Tex., and the 
ambition of its patrons and employees. 
The company is urging the co-operation 
of all in its effort to increase its em- 
ployees’ benefit fund by, $1,000 to win 
the gold medal and to put Dallas in the 
forefront as the most progressive city 
in the United States. Every day, “in 
the interest of a greater Dallas by the 
Dallas Railway,” the company is pub- 
lishing Trolley-grams, a news sheet 
containing some interesting history on 
the company as well as some stories 
of a lighter vein for the amusement of 
the car riders. The Coffin award, es- 
tablished three years ago by the Gen- 
eral Electric Company as a memorial 
to its late president, is made to the 
electric railway which during the year 
makes the greatest contribution toward 
increasing the advantages of electric 
transportation for the benefit of the 
public and the industry. The Northern 
Texas Traction Company, Fort Worth, 
won the award in 1924. 


Draft of Railway-Bus System 
for Toledo Awaited 


In answer to the demand of the 
city for better service and some move 
toward a reduction of street railway 
fares the Community Traction Com- 
pany, Toledo, Ohio, plans to submit to 
the City Council in about three weeks 
a tentative draft of a combined street 
railway and bus system to serve the 
entire city. Along with the plan will 
be provision for securing the necessary 
additional capital to take care of ap- 
proximately $900,000 of new track and 
street work and purchase new bus and 
garage equipment. 

Officials of the company now are 
working on plans for complete rerout- 
ing and abandonment of some lines. 
Parts of existing lines will be given 
up and new all-bus routes established 
and in other parts of the city the bus 
feeder system will be enlarged. A con- 
dition of this plan for betterment of 
service and extensions of lines will be 
a monopoly of the street transporta- 
tion. This is possible now because the 
City Council has complete authority 
over the establishment of city bus lines 
through the recently enacted Collister- 
Krueger act. It is almost certain that 
a crosstown bus line will be a feature of 
the new system. Company officials take 
the attitude that the fare problem is 
not the paramount issue now, but that 
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citizens want the best service. It is 
pointed out that most of the responsible 
bus system offers which have been re- 
ceived by the company contemplate a 
10-cent fare. 

A corps of engineers from Henry L. 
Doherty & Company, headed by R. F. 
Carbutt, arrived in Toledo on March 31 
to go over the plans and make esti- 
mates of needed capital and possible 
revenue over a period of five years. 
Their findings will be submitted to the 
New York office of the Doherty inter- 
ests and then the final plan will be pre- 
sented to the City Council of Toledo. 

The new plan is to be presented with 
the idea of not modifying the Milner 
service-at‘cost ordinance. However, it 
is believed that the board of control, 
City Council and other city authorities 
believe that some changes will have to 
be made in the ordinance to make it 
more effective and more responsive to 
conditions that have changed since it 
was adopted. LEasier sinking fund 
charges may be asked. 


Financing of Bus Purchases 
Arranged at Cleveland 


The City Council of Cleveland, Ohio, 
on March 30 approved an unusual 
method of raising $2,000,000 for the 
purpose of improving Cleveland’s trans- 
portation system by the purchase of 
buses and the making of rail extensions. 

The $2,000,000 of new capital is to 
be raised by taking $33,333.33 a month 
out of the street car revenues, starting 
April 1, for a period of two years, thus 
accumulating ‘$800,000. This money 
ordinarily would go to the interest fund 
and tend to reduce the rate of fare. The 
balance of the $2,000,000, namely, 
$1,200,000, is to be also set aside out of 
the company’s income by trimming 
down its regular allowances for main- 
tenance, depreciation and renewal. 

With this $2,000,000 buses are to be 
purchased, rail lines extended and a 
new carhouse built. 

The buses are to be purchased at 
once and to be ready for service in 
June over fourteen routes already 
mapped out by the company. 

There will be double-deck buses on 
two main thoroughfares, one running 
east and the other west from the Public 
Square. 


More Five-Cent Zones on 
New Jersey Railway 


The Public Service Railway, Newark, 
N. J., has filed with the State Board of 
Public Utility Commissioners a tariff 
which abolishes the 8-cent unit fare on 
all its lines in Bergen County and sub- 
stitutes a 5-cent fare. The new tariff 
applies to the company’s Bergen Divi- 
sion the fare plan originally recom- 
mended by the State Board of Public 
Utility Commissioners and now in 
effect throughout the greater part of its 
system. 

The change will reduce the length of 
the zones at the same time it reduces 
the fare in each zone. Under the 
present tariff there are on the lines in 
question thirteen 8-cent and six 5-cent 
zones, a total of nineteen. Under the 
new tariff there will be a total of 26 5- 
cent zones. The through fare, ter- 


minal to terminal, on the Englewood 
line will be reduced from 24 to 20 cents; 
on the Palisade line from 18 to 15 
cents; on the Bergen Pike line from 
26 to 20 cents. Through fares on the 
Hudson River and Hackensack lines 
are increased by 1 cent, the new fare 
being 30 cents, as compared with a 
present 29 cents; on the Fort Lee 2 
cents—from 8 to 10 cents. 


Long Island Work Ready 


Electrification to Jamaica to Start with 
Summer Schedule—100 Cars 
Almost Ready 


The work of electrifying the Mon- 
tauk Division of the Long Island Rail- 
road as far as Babylon is more than 
80 per cent completed. With the ex- 
ception of a short stretch at Babylon, 
where track changes are about to be 
made, the third rail has been installed 
on both tracks from Laurelton to 
Babylon. The work west of Laurelton 
is progressing rapidly. It is more than 
20 route-miles from Jamaica to Babylon. 

When the summer schedule of the 
Long Island Railroad, now in course 
of preparation, goes into effect on May 
21, all steam passenger service will be 
removed from the Montauk Division 
between Babylon and Jamaica. This 
means that more than 80 local trains 
will be operated by electricity. 

Sixty steel passenger cars now used 
in steam service will be equipped for 
electric operation, and 40 new motor 
cars are being constructed for service 
on the new electrified line to Babylon. 

From Laurelton substation to Linden- 
hurst, the third rails have been alive 
for construction purposes. Current is 
being taken from the third rail for use 
in installing bonds at the joints in the 
running rails. This bonding work has 
been completed between Laurelton and 
a point just west of Lindenhurst. 

The track circuits and relays of the 
automatic signals have been changed 
from direct to alternating current be- 
tween Valley Stream and a point east 
of Lindenhurst, to permit the use of the 
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track rails for the return circuit of the 
train propulsion system, as well as for 
the operation of the automatic signals. 

Construction work on the substation 
buildings at Laurelton, Freeport, Wan- 
tagh, Amityville and Babylon has been 
completed. Similar work on the sub- 
station at Lynbrook is nearly finished. 
The installation of electrical equipment 
in the substations at Laurelton, Lyn- 
brook, Wantagh and Babylon is well 
advanced; at Freeport installation work 
has commenced, and will also be under- 
taken shortly at Amityville. 

Aside from a short gap at each sub- 
station, the transmission line has been 
completed, including poles and wires, 
from Lynbrook to Belmont Junction, 
west of Babylon. 

The work of rehabilitating the exist- 
ing transmission line between Rock- 
away Junction and Valley Stream is 
about 90 per cent completed. 


Valuation of Cincinnati Properties 
Recommended 


The report of the traction committee 
of the Cincinnati, Ohio, Chamber of 
Commerce on thé 25-year traction or- 
dinance now before the City Council 
has been accepted by the board of 
directors of the chamber. In accepting 
the report, which is based on the find- 
ings of Dr. Milo Maltbie, New York, 
public utilities expert, engaged by the 
chamber as consultant, the directors of 
the Chamber of Commerce definitely 
opposed the new ordinance drafted sev- 
eral months ago by representatives of 
the city administration and the Cin- 
cinnati Traction and the Cincinnati 
Street Railway. 

According to its findings the com- 
mittee is of the opinion that the pro- 
posed ordinance favors the traction in- 
terests unduly and at the expense of 
both the city and the car rider. With 
this report as a basis the Chamber of 
Commerce will suggest to the City 
Council that representatives of inter- 


‘ested parties be called together for 


the purpose of drafting an entirely new 
ordinance. This new ordinance, it is 
indicated, should adjust more equitably 
the points raised in the chamber report. 

Among the recommendations incor- 
porated in the report is that of a val- 
uation of the traction companies. Such 
a valuation is the basic and controlling 
factor for the settlement of all points 
at issue, particularly capitalization, it 
indicates. Other’ equally important 
recommendations are the strengthening 
of the city’s control of the electric rail- 
ways, a limitation of powers of arbi- 
trating orders of the director of street 
railways, narrowing the field of court 
appeals, increasing the company’s re- 
sponsibilities with regard to street 
paving the maintenance, a more ade- 
quate control by the city over the man- 
agement of reserves and other funds, 
elimination of provisions which in 
reality will necessitate a renewal of 
the ordinance in ten years, provision 
that the city may construct or provide 
other plants or equipment and elimina- 
tion of the clause which might prevent 
the city from operating other trans- 
portations. In discussing the question 
of fares the report says that this issue 
is dependent upon the question of valua- 
tion. 
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Additional Bus Rights Sought 
in Bridgeport 


Representatives of the City Service 
Corporation, backed by Walter B. 
Lashar and others, testified at a hearing 
held in Bridgeport, Conn., on March 28 
before the Public Service Commission 
in regard to two applications for bus 
routes over which it seeks permission 
to operate. Counsel for Mr. Lashar 
was quite frank about the matter. He 
is reported by the Bridgeport Telegram 
to have said: 


We are ready to concede that the pas- 
senger transportation business in Bridgeport 
is 2 natural monopoly and will retire grace- 
fully when the traction company deserves 
such a2 monopoly. We are out to force the 
Connecticut Company to adopt the 5-cent 
fare in Bridgeport. 


Mr. Lashar, who is head of the Amer- 
ican Chain Company, hopes to “bring 
the trustees of the Connecticut Com- 
pany out of winter quarters to look 
Bridgeport over” and not to say again 
that “Lashar is crazy.” 

The new company is seeking the right 
to operate over two routes. Not only 
the Connecticut Company but the 
Bridgeport Auto Transit Corporation 
interposed objections to the granting of 
rights to the new company on the 
ground that its operation would mean 
needless duplication of facilities. The 
Connecticut Company representatives 
indicated their willingness to increase 
their facilities to meet the city’s needs. 

The commission reserved decision on 
all of the applications. 

Incidentally Mr. Lashar has indicated 
that with the completion of the new 
Lordship highway from Hollister Ave- 
nue to the shore manor the present 
scheme of operating a trolley system to 
Lordship will be abandoned and buses 
substituted. The Lordship Railway is a 
4-mile line. Mr. Lashar is understood 
to be its owner. 


Kansas City Bus Ordinance 
Still Deadlocked 


The March 30 meeting of the City 
Council of Kansas City, Mo., failed to 
break the deadlock in the lower house 
over certain issues regarding the ordi- 
nance which was drafted and intro- 
duced to the City Council for the pur- 
pose of granting the Kansas City 
Railways a three-year franchise for the 
operation of an auxiliary bus service 
upon the city’s streets. Two weeks ago, 
when the bill came up for consideration 
in the lower house, one of the Demo- 
cratic Aldermen proposed an amend- 
ment which would reduce the term of 
the franchise from three years, upon 
which the railway’s receivers and the 
Council committee had previously 
agreed, to a period terminating six 
months after the end of the present 
receivership. Upon receipt of the bill, 
as amended, the bus committee recon- 
sidered, but returned the bill to the 
lower house in its original state. 

Rumors were current on March 30 to 
the effect that the Democratic faction 
would propose to amend again the bill 
so as to terminate the franchise one 
year after the close of the railway re- 
ceivership. However, when the bill 
came up the Democratic bloc carried 
the vote to refer it once more to the 
special bus committee. The vote was 
8 to 7 in favor of returning the bill, the 
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seven Republican Aldermen being in 
favor of decisive action. 

Another hearing on the bill is ex- 
pected to be held by the special bus 
committee at a meeting April 3. 

It seems doubtful whether the bloc in 
the lower house can be broken, and if it 
cannot and the bill is amended, there is 
said to be much skepticism in regard to 
possible approval of Judge Kimbrough 
Stone, referee in bankruptcy, since the 
receivership is expected to terminate at 
the end of this year. It is thought that 
Judge Stone will consider the time limit 
too short for the required investment. 


Sliding Fare Scale Suggested 
for Atlanta 


The special traction committee of the 
City Council will recommend a sliding 
fare for Atlanta, Ga., it was learned on 
March 30. This is in accordance with 
the Beeler plan and the request of the 
Georgia Railway & Power Company for 
a revision of its contract with the city. 
The contract to be recommended is un- 
derstood to include the following pro- 
visions: 

That the initial fare be 10 cents, four 
tickets for a quarter, a 5-cent fare for 
children and free transfers. 

That the company establish a barometric 
fund of $250,000. Should earnings sink to 
a point where it was necessary to use this 
fund, and drop, say, below $50,000, a sec- 
ond scale of fares would go into effect. 
Under this scale, fares would be 10 cents, 
no tickets, a 5-cent rate for children, and 
free transfers. Still further adjustments 
are provided. 


The valuation of the railway will be 
fixed by the committee at $16,500,000, 
with 8 per cent declared a fair return. 
Should rates under the first fare scale 
fail to give this 8 per cent return, then 
the barometric fund would be used until 
it fell below the $50,000 mark, when 
the second scale would become effective. 

The committee, it is understood, will 
refuse to strike out the tax on gross 
receipts, but may recommend the pay- 
ment of a lump sum in its place. The 
committee may also set a lump sum 
of $100,000 a year for street repair 
work. 

Sweeping changes in the routing of 
cars are also in prospect. 

With the consent of the city, the 
company anticipates no difficulty in se- 
curing the permission of the Public 
Service Commission to adopt a slid- 
ing scale of fares. 


Phoenix Controversy Unchanged 


The case brought by the city of 
Phoenix, Ariz., to revoke the franchise 
of the Phoenix Railway is still in the 
Superior Court, having been trans- 
ferred from the United States District 
Court. It is likely that the hearing 
will not take place until next fall. It was 
charged by the city that the company 
had failed to live up to the conditions 
of its franchise, particularly with re- 
spect to carrying out paving work. In 
the meantime the Yellow Taxicab has 
applied for a permit to operate on one 
of the principal thoroughfares. At a 
recent hearing before the Arizona Cor- 
poration Commission on this matter the 
Phoenix Railway was not represented 
as an opponent, but many citizens on 
their own initiative opposed the grant- 
ing of the permit. No decision has as 
yet been rendered. 
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Summary of Recent Bus News 


The decisions of the United States 
Supreme Court in the Buck and Bush 
cases are expected in Washington to 
bring about regulation of highway 
transport by the Interstate Commerce 
Commission. Those decisions also are 
thought to imply a new obligation of 
the federal government in the matter 
of road construction. The states, of 
course, still are in a position to pre- 
scribe regulations for the use of roads 
which could be made so onerous as to 
discourage bus operations, but it is be- 
lieved that the state public service com- 
missions will enter into the spirit of the 
decision and prescribe reasonable regu- 
lations. The decisions are also re- 
garded as furnishing another high 
obstacle in the path of those who con- 
tend that the federal government has 
no constitutional authority to partici- 
pate in road building. 


Installation of bus service in the city 
of Oswego, N..Y., with an estimated 
outlay of $75,000, is planned by the 
Empire State Railroad Corporation. 
Operation over four routes with at least 
six buses is planned. The only 
obstacle appears to be a decision as to 
the fare to be charged. The Council 
demands that the fare be put at 5 
cents. T. C. Cherry, vice-president of 
the corporation, contends that it is 
impossible to operate buses at that 
fare. He has asked that the city run 
the buses for six months as an ex- 
periment to prove his contention. 


Governor Fuller of Massachusetts has 
signed the bill, enacted this year by the 
Legislature, authorizing the railroads to 
carry freight and passengers by motor 
vehicles, when the Public Utilities De- 
partment certifies that such service is in 
conformity with public convenience and 
necessity. This bill was offered in the 
Legislature by former Representative 
James B. Brown, legislative counsel for 
the Boston & Maine Railroad. This 
law will have a far-reaching effect upon 
the present contest with the railroad, 
motor truck and bus line companies. 


In Connecticut the usual procedure of 
attempting to give electric railways the 
right to operate buses directly has been 
reversed. In order to clear up a con- 
troversy in which the trolley interests 
claimed the right to establish bus lines 
anywhere a bill provides that such com- 
panies must get permission from the 
Public Utilities Commission, just as an 
independent company would. A bill 
allowing electric railways to substitute 
buses for street cars without sacrificing 
the franchise has also been introduced. 


Mayor Van Zandt has signed an 
ordinance authorizing the Rochester 
Railways Co-ordinated Bus Lines, Inc., 
subsidiary of the New York State Rail- 
ways, to operate a bus line in the 
Ridge Road from the city line to 
Waggs’ Corners, where it will connect 
with city trolley lines. The action of 
the Mayor is significant in that it 
indicates the policy of the city to vest 
transportation in the city exclusively in 
the railway, with which it has a serv- 


ice-at-cost contract. The company now — 


has only to obtain the permission of 
the State Public Service Commission. 
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Federal Court Will Decide Income 
Tax Question. — Suit to determine 
whether Seattle public employees in 
utility service are legally liable to in- 
come tax will be pressed through the 
federal courts to the Supreme Court, 
if necessary to secure a final adjudica- 
tion of the question. This is in accord- 
ance with approval by the City Coun- 
cil finance committee of an ordinance 
giving Corporation Counsel T. J. L. 
Kennedy permission to prosectte such 
a case. Under an order from the in- 
ternal revenue department, street rail- 
way employees have already paid in- 
come tax, and the proposed suit will 
take the form of an attempt by one 
of the employees to recover the amount 
of the tax so paid. 


Commission Approves Milwaukee 
Contract.— The Wisconsin Railroad 
Commission has approved the proposed 
service-at-cost contract between the 
city of Milwaukee and the Milwaukee 
Electric Railway & Light Company, 
leaving only the vote of the people to 
decide whether the city should accept 
the agreement. The commission de- 
clared that the value of the company’s 
properties as fixed in the contract was 
both reasonable and just, as was the 
method provided for ascertaining the 
value in the future. Referring to the 
rate of return fixed in the contract, the 
commission found that the rate allowed 
was reasonable and would serve as a 
satisfactory basis for adjustment of 
utility rates. 


Magnanimous Action of Employees. 
—Following a recent meeting of 250 
employees of the Cass Avenue division 
of the United Railways, St. Louis, Mo., 
when a prize of $200 was awarded the 
workers for having the best accident 
record during February, A. O. Kelly, 
a motorman, arose and moved that the 
money be sent to the tornado sufferers 
of southern Illinois. The motion was 


/ adopted unanimously and the _ prize 


money was immediately wired to Mur- 
physboro, Tll., to swell the relief funds 
being raised for the victims of the 
storm. 


“Ride the Street Cars for Safety.”— 
In a recent newspaper advertisement 
the East St. Louis & Suburban Rail- 
way, East St. Louis, IIll., says that “ride 
the street cars for safety” is more 
than a slogan—it is a definitely proved 
fact. In proof of its statement it gives 
a little of the history of its own com- 
pany with respect to fatalities. Since 
Jan. 1, 1917, when the present method 
of keeping records was installed, the 
East Side Electric Railway carried on 
all divisions more than 276,000,000 
passengers and operated more than 
all without a 
single fatality to a riding passenger. 
“Think it over,” says the ad, “not a 
single fatality over the whole system 
in more than eight years.” The com- 
pany states that statistics show that 
riding on street cars is safer than 
walking. Further, that riding on street 
ears is safer than any other form of 
urban transportation. 


Higher Fare Sought.—With operat- 
ing expenses exceeding revenues on its 
Kenosha-Waukegan motor coach line, 
the Chicago, North Shore & Milwaukee 
Railroad has been forced to apply to 
the Illinois Commerce Commission for 
permission to increase fares between 
these two points to 3.6 cents for tickets 
and 4 cents a mile cash fare. The rate 
of fare which has been in effect since 
the installation of the service in De- 
cember, 1923, has been 3 cents a mile 
when tickets are purchased or 3.3 cents 
a mile when cash fares are paid. 

Considers Seven-Cent Fare Request. 
—After hearing argument by the coun- 
sel of the Virginia Railway & Power 
Company and attorneys representing 
the city of Richmond, Va., the State 
Corporation Commission recently toox 
under advisement the request of the 
company for a 7-cent fare. The present 
fare charged by the company on all of 
its railway lines in the city of Rich- 
mond is 6 cents. 

Mayor Wants Municipal Ownership. 
—Mayor J. Herman Hallstrom, Rock- 
ford, Ill., has publicly gone on record as 
favoring municipal ownership of Rock- 
ford’s traction system. The Mayor is 
opposed to the present traction com- 
pany and has indicated that any other 
company which might obtain a fran- 
chise was only a means to an end in his 
plan for a municipally owned system. 

Reduced Fare Books Authorized.— 
The Oklahoma Corporation Commission 
recently granted the application of the 
Shawnee-Tecumseh Traction Company 
for permission to sell books containing 
20 tickets for $4 to cover fare on inter- 
urbans from Shawnee to Tecumseh. The 
books may be used by the-purchaser or 
any member of his immediate family. 
The application was accompanied by 
resolutions adopted by the citizens of 
Shawnee and Tecumseh consenting to 
the change. 

New Negotiations Expected. — The 
Supreme Court of Ohio has decided 
against the city of Toledo in its fight 
on behalf of a lower power rate and 
for the return of $200,000 of excess 
power charges. These charges were 
collected from the Community Traction 
Company by the Toledo Edison Com- 
pany over a period of two years or 
more when no power contract between 
the two companies had been approved 
by the street railway commission. This 
action now clears the way for new 
negotiations between the commissioner 
and officials of the Toledo Edison. 
The courts held all the way through 
that the Public Utilities Commission, 
by terms of the ordinance, had jurisdic- 
tion over the power rate. Action is 
also pending before the utilities body. 
The court battle was started under 
Commissioner W. E. Cann. 


Operators Take Cash Fares. — The 
United Traction Company, operating in 
Albany, N. Y., and vicinity, recently 
eliminated the fare collection boxes and 
passengers now hand cash fares directly 
to the operator of the car, who rings 
them up. Cars have been equipped 
with facilities for recording fares so 
received. This marks a departure 
in the operation of one-man cars in 
this section. It is expected the new 
system will expedite the movement of 
cars. 


QS 
Foreign News 


Operation of One-Man Express 
Bus in Paris Successful 
Express bus service inaugurated in 
September by the Société des Trans- 


ports en Commun de la Région Pari- 
sienne on the Passy-Bourse line is prov- 


ing very satisfactory. A 15-minute 
reduction in the running time has been 
made by these new express buses. 

The new vehicles are similar to those 
recently placed in service in Calais, 
Anvers, Rotterdam and The Hague. A 
four-cylinder motor with a speed of 
1,500 r.p.m. is mounted on a 3-ton 
chassis. Seats are provided for 25 
passengers. Entrance and exit facil- 
ities are provided at the right hand 
side at the front, similar to the ar- 
rangement ordinarily found on one-man 
buses in the United States. 

Instead of a door, however, a low 
wire gate is used. Its operation is 
interlocked with that of folding steps. 
Opening and closing of the gate is con- 
trolled by a lever placed at the left of 
the operator. To permit quick opening 
by a passenger in case of emergency, 
a foot pedal has been placed in front of 
the entrance. This pedal is painted red 
and instructions concerning its use are 
posted in the vehicle. A second emer- 
gency exit has been arranged at the 
rear of the bus. 


Metropolitan Railway 
Electrification 


Operation of electric trains on the 
Metropolitan Railway, London, Eng- 
land, between Harrow and Richmans- 
worth began on Jan. 5. This extension 
involves approximately 23 miles of 
single track, on which the 600-volt third- 
rail system is used. Automatie signals 
were also installed. At present half- 
hourly service will be rendered. The 
area served is a growing residential 
district and the introduction of electric 
service is expected to hasten the de- 
velopment of this section. 

A short branch line to Watford is 
now being electrified. When this work 
is completed there will be two electric 
railways operating from London to 
Watford, the other being an extension 
of the Baker Street & Waterloo Rail- 
way. The line from the Baker Street 
terminal, London, to Harrow was elec- 
trified several years ago. 


London Tubes to Have Additional 
Escalators.—Contracts of the value of 
£107,000 have been placed by the City 
& South London Railway with Way- 
good-Otis, Ltd., for the construction of - 
escalators at the six underground sta- 
tions on the Morden extension, now 
under construction. These “moving 
stairs will be of the cleat comb type, 
found satisfactory in the installation 
at Clapham Common station. 

One Tramway in Paraguay.—Para- 
guay has only one tramway, which is 
in Asuncion, and 17 miles of this line 
is operated by electricity, 7 miles by 
steam and 2 miles by animal power. 
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Financial and Corporate 


2,000 Winnipeg Shares Sold 
in Five Days 


New stockholders to the number of 
1,280 were added by the Winnipeg 
Electric Company, Winnipeg, Man., at 
the close of its recent customer-owner- 
ship campaign. The sale of 2,000 
shares of preferred stock met with 
instant success. Although advertised 
as a ten-day sale, the whole allotment 
had been sold before the end of the 
fifth day. The campaign was con- 
tinued throughout the ten days, ended 
March 11; however, in order not to 
disappoint many Winnipeg people who 
desired to become owners of the com- 
*pany’s securities, 2,845 shares, in all, 
were sold. 

The actual selling of the stock was 
conducted by employees of the com- 
pany—motormen, conductors, linemen, 
clerks, meter readers, stenographers, 
ete. Their efforts were supplemented 
by a well-planned advertising cam- 
paign, by means of which every house- 
holder was reached. 

The work of the company in the 
matter of organizing the stock-selling 
campaign has been very favorably 
commented upon. At the outset A. 
W. McLimont, vice-president, appointed 
a committee consisting of L. Palk, M. 
F. Wardhaugh and H. C. Howard, 
publicity agent, to direct the sale 
and effect the organization necessary. 
Meetings of employees were addressed 
by members of the committee and in- 
structions on “How to Sell” were 
given. Each employee turned in to 
the committee the names of ten pros- 
pects likely to purchase stock, to whom 
specially prepared literature was sent 
prior to the time the employees called. 

It was the policy of the company to 
sell not more than five shares to any 
one customer. Rigid observance of 
this rule resulted in wide distribution 
of the stock. Among the new stock- 
holders are men and women in all walks 
of life, located in all sections of the 
community. It is estimated that as a 
result of this campaign the number of 
preferred stockholders was doubled. 

The stock which was sold was part 
of an issue of preferred stock made a 
number of years ago and was acquired 
from large holders for customer-owner- 
ship campaign purposes. 


Railway Bus Operation Analyzed 


Twenty-three cents per mile is the 
average cost of operating 25-passenger 
capacity buses during 1924 by 38 elec- 
tric railways, either directly or through 
subsidiary companies. So says E. J. 
Murphy, chief statistician of the Ameri- 
ean Electric Railway Association, in 
an analysis of reports contributed by 
him to April Aera. 

These 38 companies operated 14,358,- 
084 bus-miles and had in daily operation 
328 buses out of a total of 497 owned, 
with a seating capacity of 12,050, or an 
average of 24.54 per bus. 

Information obtained from 45 com- 


panies owning 564 buses indicates a 
revenue of $3,491,800 for the year, 44 
of which, operating 806.5 miles of route, 
report 15,972,552 bus-miles. The num- 
ber of passengers carried as reported 
by 43 companies was 47,852,899. 

Complete reports were obtained from 
38 companies for the full calendar year, 
but sixteen companies reported a com- 
parison of operations for two years. 
Taken as a whole the 88 companies 
failed to earn revenue sufficient even to 
meet operating expenses, not including 
taxes and fixed charges. 


la 


Revenue Passengers Total 
38,049,947 


The railway properties of the Colum- 
bia Gas & Electric Company during 
1924 carried 38,049,947 revenue passen- 
gers and operated 3,948,561 car-miles. 
The Columbia system operates an elec- 
tric railway serving several cities and 
towns in northern Kentucky, directly 
across the Ohio River from Cincinnati. 
Cars are operated on eighteen separate 
routes, crossing two bridges over the 
Licking River, which connect Newport 
with Covington, and over two Ohio 
River bridges, bringing the railway sys- 
tem into the modern Dixie Terminal in 
Cincinnati. The transportation system 
serves a total population of 120,000 peo- 
ple on the Kentucky side of the Ohio 
River. 


$636,696 Loss at Boston 


Wage Increases Have Adverse Effect on Company Under Public Control— 
Increase in Local Fares from Five Cents to Six Cents Not Harmful— 
Trustees Hope to Close June 30 Year Even 


URING the calendar year which 
closed with Dec. 31, 1924, gross re- 
ceipts and number of revenue passen- 
gers carried were the largest in the ex- 
perience of the Boston Elevated Rail- 
way, Boston, Mass., either under pri- 
vate management or public control. 
Owing, however, to increases in wages, 
the first under the Mayberry award and 
then later under the McLaughlin award, 
the operating labor cost of the past cal- 
endar year has mounted to $17,358,670, 
an increase of $1,134,394.55 over the 
operating labor cost of 1923. There 
was a loss of $636,696 for 1924, com- 
pared with a gain of $679,631 for 1923. 
Immediately following the announce- 
ment of the decision in the last arbitra- 
tion proceedings it was necessary to 
increase the 5-cent local fare, which 
had been established largely for the 
outlying district, to a basis of 6 cents. 
The trustees say that there has been 
no substantial diminution in traffic as 
a result of this increase, and feel that 
the additional revenue thereby secured 
will aid largely in meeting the in- 
creased costs. 

During 1924 739,151 more revenue 
passengers were carried than in 1923. 
Passenger revenue mileage increased 
by 1,939,014, in large measure due to 
increased use of one-man ears, which 
permitted an increased service without 


corresponding increase in cost. The 
one-man car and bus-miles were 31.7 
per cent of the total surface-miles 
operated. The number of revenue pas-— 
sengers increased on weekdays and Sat- 
urdays, but there was a decrease of 
traffic on Sundays and holidays. The 
operation of buses increased. The 
miles covered in 1922 were 63,937; in 
1923, 465,382, and in 1924, 890,901. 
The sixth fiscal year of public opera- 
tion of the railway closed with June 30,. 
1924. As there was at that time no ex- 
cess of receipts over expenditures for 
the preceding twelve months, no pay- 
ments were made to the cities and 
towns which had contributed-to the 
loan assessment to meet the deficit of 
the first year of public operation. The 
aggregate amount contributed by the 
municipalities in 1919 was $3,980,151. 
The excess of receipts over cost of sery— 
ice during the past years had been ap- 
plied, first, to the restoration of the 
exhausted reserve fund, and after this 
was accomplished there was paid back 
to the cities and towns $517,196 im 
July, 1922, and $1,114,557 in July, 1923. 
The aggregate of these amounts was 
distributed among the cities and towns 
served by the railway and reduced to 
$2,348,397, the balance still due them. 
The trustees explain that the sum- 
mer and fall months were characterized 


COMPARATIVE DIVISION OF RECEIPTS AND EXPENDITURES OF THE BOSTON ELEVATED’ 
RAILWAY FOR YEAR ENDED DEC. 31 


1924 1923 1922 1921 1920 

Total roenrtacs fc tiice tes ss le eek eciitn ca $34,175,319 $34,096,813 $37,699,176 $33,277,025 $34,031,636 
one expenses 

BF hin eri OF TRO One ae si Son 17,358,670 16,244,275 14,772,340 15,563,255 17,261,445 

Material and other items 3,203,378 ,236,805 2,903,650 3,093,934 3,310,858 

Injuries and damages 740,025 822,775 555,355 518,249 640,165 

Déprediation it: .aesteies. Seance. a 2,496,000 2,004,000 2,004,000 2,004,000 2,004,000 

RUGS 30S icecncci ore iapaest ata k sin\ahara ere ree 1,424,058 1,842,396 1,853,111 1,663,617 2,597,652 


$25,222,133 $24,130,253 $22,088,458 $22,843,056 $25,769,122" 


AKER eins nak kc ede teense aries t 995 1,688,139 =—-:11,587,168 ~=—1,546,758 ~—1, 142,987 
Rent of leased roads (including dividend 

rental under uhapies 159, Acts of 1918). 3,175,566 3,185,577 3,646,595 4,203,061 4,102,230 
Subway and tunnel rents.................. 2,125,593 2,026,936 2,008,414 1,963,737 1,790,432 
Interest on bonds and notes............... 2,602,891 2,316,026 1,891,315 1,494,258 1,514,963 
Miacellancons items ies isos oe ens oe ce ew 61,835 70,247 65,016 54,707 59,067 

Total cost of service... .. 2.2.0... .000.0. $34,812,016 $33,417,181 $31,286,987 $32,105,580 $34, Eh ,803 
ThORS SOT VOAT Serie snlateinioiat sabe aren eee $636.6 ai Gwin ok cid eee uae Been oe ee 
Gainilor year tate. c7isieie ed dor ick Aa aos ee oat $679,631 $1,412,189 $1,171,444 .......... 


Profit and loss adjustments not included in above. 
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as usual by large expenditures in re- 
construction work. While the summer 
traffic was affected as usual by vaca- 
tion and holiday limitations, it was 
_ influenced to an unusual extent by auto- 
mobile competition and a depression in 
certain lines of business with accom- 
panying lack of employment and con- 
sequent loss in riding. From July 1 to 
Noy. 1 the excess of cost of service 
over receipts was $1,042,556, exclusive 
of charge for back pay and profit and 
loss adjustments, an aggregate con- 


siderably larger than during the same 
period of 1923, and the restoration to a 
surplus of receipts over cdst of serv- 
ice was slow. This exhausted the re- 
serve fund, but November showed a 
small excess of receipts over cost of 
service, and the receipts for Decem- 
ber exceeded expenditures by $305,503. 
Since then a gratifying increase in re- 
ceipts has taken place. The trustees 
feel there is reason to believe that with 
the closing of this fiscal year on June 30 
it will be found that receipts have been 


TRAFFIC STATISTICS OF THE BOSTON ELEVATED RAILWAY FOR YEAR ENDING DEC. 31 


1924 


_ Round trips operated................. 
Passenger TEVENUE. 2): 5.) sci. b5k cee ele tiene 


Passenger revenue per car-hour 
Passenger revenue mileage.... 


6,994,749 6,488, 
$33,419,172.22 $33,297,951.50 $31,834, 
59.69 61.61 


$5.67 
55,988,679} 


1921 


59,531 5,773,584 
22.77 $32,253,629.59 
62.94 64. 89 


1922 
082 6,0 


1923 


$5.71 / * 
54,049,665T 50,575,088} 49,706,697 


Passenger revenue car-hours. 894,11 826, 
Revenue passengers carried 382,888,848 382,149,697 356,593,942 337,252,080 
Revenue passengers carried per car-mile. 6. 838 7.070 ¢ 7.051 6.785 
Revenue passengers carried per car-hour. 64.96 65.58 2 

*Comparable statistics not available, +Including motor bus mileage. 


COMPARATIVE PASSENGER STATISTICS OF THE BOSTON ELEVATED RAILWAY—REVENUE 
PASSENGERS CARRIED 


o Week Day 

Year Average 
(MOE atte tetera 1,109,861 
EI a ae en, ee eet as er 1,109,274 
| 12101 eT RA IIS eg sa 1,030,303 
LOA Sa Re cae Ne ge leg ee ie 75,745 
DO ere eee enn Pte yy ee eae 960,737 
NOU n ee Wave Stes tone Slee 934,918 
TLE SS See GE ton ti oes ee me Od 985,384 
(SOIC e RR SRSRR Oe <a ela 1,073,943 
[ADI A Sa ae a eee ae RR} 1,050,038 
BON Soars Gar Roe aoe 992,283 


Saturday Sunday Holiday Total for 

Average Average Average Year 

1,216,132 630,755 727,191 382,888,848 
1,196,301 652,404 758,915 382,149,697 
1,144,320 617,148 691,890 356,593,942 
1,068,295 578,860 696,691 337,252,080 
1,072,319 591,063 703,634 335,526,561 
1,078,635 596,182 706,429 324,758,685 
1,147,809 658,902 775,634 348,664,700 
1,249,588 728,847 857,902 381,017,338 
1,218,749 718,804 832,962 373,577,908 
1,140,046 685,726 846,860 352,469,586 


SS SS SES ee Se eS EE EE EE ee ea ee Se ee ee ee 
ee 


COMPARATIVE POWER STATION STATISTICS OF THE BOSTON ELEVATED RAILWAY 


1924 
240,493 


1923 


Tons of coal burned 260,032 
Pounds of coal per 
kilowatt-hour (di- 
rect current on 
HY) ee a eee 
Average price 
coalperton...... 
Net cost of power 
for car service per 
kilowatt -hour 
(CO) Ray eee 
Net cost of power 
per total revenue 
car-mile (cents). . 

_ Direct current an- 
nual output (kilo- 
watts) 
Direct current maxi- 
mum hour output 
(kilowatts)....... 


2.068 
$5.921 


2.264 2 
$7.085 $6 


1.093 1.227 1 


4. 833 5.468 6 


86,245 82,965 


1922 
273,441 


5953, 
777 


414 


153 


78,755 


1921 
215,870 


1920 
258,087 


1919 
287,670 


1918 
281,677 


2.174 
$7.71 


2.353 
$10.07 


2.835 
$5.91 


2.772 
$6.26 


1.172 1.921 1.307 1.58 


4.815 8.538 5.439 4.668 


260,401,225 257,270,357 239,905,874 222,461,060 245,676,503 239,892,118 227,582,057 


75,905 72,295 715760 67,965 


ALLOCATION OF ASSESSMENT ON CITIES AND TOWNS OF BOSTON ELEVATED DEFICIT, 
YEAR ENDED JUNE 30, 1919 
History of the 1919 loan assessment on cities and towns (chapter 159, special acts of 1918) 


Distribution Distribution 
Per of July, 1922, of July, 1923, 

Cities and Towns Passengers Cent Amount Repayment Repayment Balance Due 
BBOBtON Ze oh ctenis «sip ayesiniitle 2,100,423 71.9330 $2,863,042.50 $372,034.92 $790,029.10 $1,700,978. 48 
Cambridge 283,475 9.7081 386,397.11 50,209.95 106,622.54 229,564.62 
Somerville. 122,583 4.1981 167,090.75 21,712.43 46,106.54 99,271.78 
Brookline. 74,553 2.5532 101,621.23 13,205.06 28,040.99 60,375.18 
Medford. . 59,754 2.0464 81,449.82 10,583.91 22,475.56 48,390.35 
Malden... 55,838 1.9123 76,112.44 890.35 21,002.65 45,219.44 
Everett..... 54,823 1.8775 74,727.35 710.36 20,619.69 44,397.30 

PLOILOWI Ile Sie aibione cto 41,198 1.4109 56,155.96 7,297.12 15,496.14 33,362.70 
Arlington 32,477. 1.1122 44,267.25 5,752.26 12,215.36 26,299.63 
Mhalseay ao caine eee ‘ 29,659 1.0157 40,426.40 5,253.17 11,154. 86 24,018.37 
NOWLON ES «feces usnes 27,201 -9316 37,079.09 4,818.20 10,231.84 22,029.05 
Belmont. a2. tae 2< cies 18,746 - 6420 25,552.57 3,320.40 7,051. 43 15,180.74 
Quincy (Commonwealth of 

Massachusetts)......... 15,569 53327 #21 222-07) 2,757.69 18,464.48 ..v........ 
Stoneham (Commonwealth 

of Massachusetts)...... 3,674 . 1258 5,007.03 650.63 4.350240 tek iateirecadt 
Commonwealth of Massa- 

QUE Set een ener Da oe ane vk Re ay ae ee 690.24 $690.24 

Motels cio ecccts ioe ieee 2,919,973 100.00 $3,980,151.67 $517,196.45 $1,114,557.82 $2,348,397. 40 


$297.33 
392.91 


Seater of expense to state to be assessed to towns and cities pro rata to their original contribution $690.24 


tCredii 


STATEMENT OF SPECIAL TRUST FUND OF 
BOSTON ELEVATED RAILWAY DEC. 31, 1924 


Principal of trust fund as established...., $1,500,000 
gceusicns and accumulations to Dec. 31, 


CVE are Leh PORE see ep gee eee ee 620,899 

Total special trust fund.............. $2,120,899 
Income from June 10, 1922, to 

NEC! SUNG 24 or her Ride Aske’ $217,888 
Less amount paid on account of 

retirement of second preferred 

EEO OK Epon Nl ttatn cts i aioscl ai inrcl else's 162,513 $55,375 
Tuvestmonta.5,sciccins cela yetin oe ttleleas $2,108,291 
Gashvonideponity. si... Joie jae eans ole ore'eie $67,98 


ALLOCATION OF RECEIPTS PER PASSENGER 
OF THE BOSTON ELEVATED ‘RAILWAY 


IN 1924 
1924 1923 
Cents Cents 
ig DOLE Soxete. sesictad aiolcisreretacas ae eiereidve oes 4.534 4.246 
Interest on bonds and notes......... 0.680 0.606 
Rent of subways and tunnels........ 0.555 0.530 
Rent of leased roads............:.-. 0.829 0.834 
Coal eerste Gn eee Sees 0.372 0.482 
Depresintionss. ces oa ssc wate wlersistsr > 0.652 0.524 
AMAR es cael el clerele s > Ae ouchola eercters 0.193 0.215 
Material and other items...........- 0.853 0.866 
RE OXES Se crac cleo e ce ae a alts ore wees 0.424 0.442 
SP OGAIS Shen tars, 6 Sp isiotee itoyara sips em 9.092 8.745 


equal to expenditures. To accomplish 
this result, in view of the increased 
rate of wages awarded last summer, the 
trustees have been compelled to lessen 
service and to decrease working hours 
and number of men employed. 

Since the last annual report the mat- 
ter of capital requirements and future 
control of this railway has been ex- 
haustively considered by a recess com- 
mittee of the general court, and the re- 
port of that body is now before a joint 
committee. 

The trustees review the principal im- 
provements to the property during the 
year. The need does not exist for not- 
ing all of them here. On April 21 the 
operation of surface cars in the East 
Boston tunnel was superseded by the 
operation of specially constructed steel 
rapid transit trains. This change ma- 
terially decreased the running time, 
eliminated congestion at way stations 
and made possible a far larger use of 
the tunnel. Since Aug. 27 elevated 
train service has been extended daily 
from 12:30 to 1:15 a.m. for the con- 
venience of night patrons. Block sig- 
nals have been installed on curves in the 
Tremont Street subway. The new in- 
struction school in Sullivan Square was 
completed and has been placed in serv- 
ice. A new alternating-current signal 
system for the entire Forest Hills sec- 
tion was placed in operation during 
October. The so-called Bartlett Street 
units of the Everett repair shops were 
completed and the personnel and equip- 
ment transferred from the Bartlett. 
Street shops on March 1, 1924. The 
work of erecting at Forest Hills a new 
lobby building for the car service men, 
a large garage for buses and a suitable 
heating plant to provide for all of the 
buildings grouped at this location has 
been nearly completed. 

Final plans for the extension of rapid 
transit service in the Dorchester dis- 
trict by utilization of the Shawmut 
branch of the New Haven Railroad have 
been worked out in conjunction with the 
Boston Transit Department. The lease 
of the premises has been executed, all 
legal formalities completed, the contract 
for the first section let and work of 
construction started. When finished 
this extension will provide for opera- 
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tion of the Cambridge-Dorchester tun- 
nel trains as far as Ashmont, or 3% 
miles from the present terminus at 
Andrew Square, and the operation of 
high-speed trolley service on private 
right-of-way from Ashmont to Matta- 
pan. During the twelve months 17.15 
miles of track and special work have 
been rebuilt and 3.77 miles of track and 
special work repaired. 

During the year eight East Boston 
tunnel cars were received in addition to 
the forty originally purchased and 
eighty-nine new cars of the one-man, 
two-men type. 

In 1918 the number of cars held out 
of service for repairs was 18 per cent. 
During 1924 a satisfactory record of 6 
per cent has been maintained. Whereas 
in 1918 50 per cent of the surface car 
mileage was operated with articulated 
and box cars, during the year 1924 only 
7 per cent was so operated. 

Operating expenses on account of ac- 
cidents were lowered from $975,020 in 


ELECTRIC RAILWAY JOURNAL 


1923 to $914,043 in 1924. Accidents 
per million miles operated with one- 
man cars were reduced from 230 in 
1923 to 205 in 1924. Accidents per 
million miles operated with two-men 
cars were reduced from 259 in 1923 to 
249 in 1924. 

Power costs were lower in 1924 than 
in 1923, due to plant improvements and 
to lower price of coal. The average 
number of pounds of coal consumed per 
kilowatt-hour direct current at the cars 
was 2.068, the lowest of any year in 
the history of the railway. The aver- 
age cost of coal for power during the 
year was $5.921 per long ton. The 
number of tons of coal burned was re- 
duced from 260,032 in 19238 to 240,493 
in 1924, notwithstanding an increase in 
kilowatt-hour output. The maximum 
current output for any one hour was 
86,245 kw., which was the greatest in 
the history of the railway. During the 
year 115,675 ft. of underground con- 
duit was laid. 


Revenue Well Maintained at Pittsburgh 


First Report Since Receivership Reflects Good Results of Operation 
Under New Agreement with Municipalities—Plans for Bus 
Service Ahead—Intensive Merchandising Program 


HE first annual report of the Pitts- 

burgh Railways, Pittsburgh, Pa., 
since 1918 has just been presented. In 
1918 the railway passed into the hands 
of the United States court and was 
operated by three receivers. By agree- 
ments with the administration of the 
city of Pittsburgh the report now made 
public includes the entire year, and the 
various statements are based on the full 
years’ activity. Gross revenue from 
railway operation was $22,063,776 and 
net income for the year $10,075. But 
these figures tell only part of the story. 
The year was one in which the manage- 
ment had to feel its way and adjust it- 
self to a changed environment. 

Revenues of the railway were well 
maintained during the year even though 
the general business depression caused 
some recession as compared with the 
previous year. The budget require- 
ments and operating expenses were 
kept within bounds, with the result that 
the report shows a small surplus with 
ample funds being used for rehabilita- 
tion of property and the providing of 
better service. Nearly 19 miles of track 
were rebuilt. 

The company says that the policy of 
furnishing more and better transporta- 
tion service has been productive of in- 
creased earnings. This policy will be 
continued, and it is expected that still 
better results will be obtained in the fu- 
ture. Among the innovations which 
were tried was the Sunday 25-cent pass, 
extension of transfer privileges and 
special Sunday 10-cent transfer. In two 
cities, Washington and McKeesport, a 
weekly pass is being tried out. Of the 
new commercial department it is said 
some new innovations have resulted 
and a feeling on the part of patrons 
that the railway was co-operating to 
give the best possible service. The re- 
sults have been gratifying. 

Negotiations are in progress with the 
Philadelphia Company and one of its 
subsidiaries to supplement the trans- 


portation service of the Pittsburgh 
Railways with buses. The railway is 
not in a position to finance such addi- 
tional operations. A contract between 
the ralway and the bus company will 
protect the railway and is expected to 
be of mutual advantage in rendering 
adequate and effective service. 

The need for rapid transit as well 
as adequate trolley service is evident, 
and ways and means are being studied 
to meet these conditions. While it is 
realized that railway service in Pitts- 
burgh is rendered under great difficul- 
ties, a situation prevails now because 
of improved service, new equipment, ar- 
rangements to meet changing condi- 
tions in the communities served, of har- 
monious feeling which embraces the 
municipal administrations, the railway 
and the public. It is the endeavor of 
the management to continue this situa- 
tion and improve the service. 

Termination of the receivership on 
Feb. 1, 1924, was made possible through 
the contract or agreement with the city 
of Pittsburgh, which was of a mutual 
nature and in brief provides: 

_ Recognition of property valuation estab- 
lished by the Public Service Commission. 

Annual return of sufficient amount to pay 
fixed charges, including return on some 
Philadelphia Company holdings, plus inter- 
est_on new money put into the property. 

Car fare to be adjusted to provide suffi- 
cient revenues to meet the allowed return 
on investment after operating expenses, de- 
preciation, taxes, etc. 

Previous license fees, paving charges, 
taxes, etc., to be substituted by blanket 
payment aggregating $300,000 per annum, 
payment to be made only when earned. 

Establishment of a traction conference 
board to represent the city and the bor- 
oughs which entered the agreement, the 
public, and the railways. The board is 
composed of four members, all of whom 
are to receive annual compensation. 


An incentive for economical management 
through a division of any surplus. 


It is explained that this contract also 
paves the way for readjustment of 
capitalization to result eventually in 
one ownership of corporate properties 
that now number more than 100. 
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§UMMARY OF INCOME OF PITTSBURGH 
RAILWAYS FOR THE YEAR ENDED 
DEC, 31, 1924 

(Prepared in accordance with the terms of the 
agreement between the city of Pittsburgh, sundry 
other municipalities, Philadelphia Company and 
Pittsburgh Railways.) 


Gross revenue from street railway opera- 


TONS <5 wid cv. shclave cumini ei apihei ae crac $22,063,776 
Operating expenses: 
Maintenance of way and 
structures... 0. ..-...0% $2,685,014 
Maintenance of equipment... 2,513,962 
FAMiG <oyss4.cen tren wees 60,225 
POWER sok dana amiatece 2,034,876 
Transportation........... 440,743 
Generals. et sock Ene 761,235 
Miscellaneous............ 1,764,846 
TAXCR sos eae er aeren i 668,017 
Total shti-ts-stewle!casand ar sene hte gat 18,028,918 
Net revenue from street railway opera- 
tions Ws iihcenten Jot else ee eee aia Ee aa aaa 
Auxiliary operations: 
Operating revenues....... $182,357 
Operating expenses....... 125,607 
Net revenue from auxiliary operations. . . 56,750 
Total net revenue from operations....... $4,091,608 
Non-operating revenues: 
Rental of real estate and 
buildingsno Ace cee $30,777 
Interest and discount..... 299,985 
Miscellaneous............ 3,405 
Total sec tae aecate ate $334,167 
Non-operating expenses....- 16,233 
Net revenue from other operations...... 317,934 


Gross Anconieey oy Sein ccis sae ue ees $4,409,542 
Income charges: 
Items under agreement: 
Return of 6 per cent on 
property valuation of 
$62,500,000.......... $3,750,000 
Return of 6 per cent on 
additional capital of 


» $5,000,000 for new 


PIODELEY: 5 210 «010 Saiciels 
Payments to city of 
Pittsburgh and other 
municipalities in lieu 
of licenses, paving 
assessments, etc...... 
Items not under agreement: 
Interest on judgments and 
settlements............ 15,464 
Rental of Seventeenth 
Street incline plane..... 2,984 


+ 4,399,467 
$10,075 


300,000 


331,019 


STATISTICS OF OPERATIONS OF THE 
PITTSBURGH RAILWAYS FOR 1924 


Miles of road.......... 329.27 
Miles of track 592.06 
Car houses 23 
Car shops.... s 5 
Passenger cars—motor......... 1,088 
Passenger cars—trail........... 238 
Miscellaneous cars............- 257 

"Potal (Carsiecsctials crclentee aeietnctartas 1,583 
Passengers carried—revenue........-. 272,315,161 
Passengers carried—total............. 324,688,853 
Car-miles operated........--+ee-0008 39,593,051 


Car-hours operated...........+++-++- 
Earnings per passenger car-mile—cents 
Average fare per revenue passenger— 

CORE are 2s ciel 5's e niente vies seidie sieie aioe e 


4,455,466 
55.3 


7.95 


As provided for in the contract with 
the city, a current liability of approxi- 
mately $8,200,000 was assumed and the 
various creditors agreed to take one- 
tenth of their claims per annum over a 
period of ten years, without interest. 

- Immediately on return of the prop- 
erty to corporate management arrange- 
ments were made to consummate the 
$5,000,000 of new financing, which was 
provided for under the agreement. 
These arrangements were made through 
the Union Trust Company, Pittsburgh. 
There were issued $2,000,000 of 6 per 
cent notes, maturing serially over a 
period of four years; $3,000,000 of 6 


per cent car trust bonds, maturing 
serially over a period of fifteen years. _ 


April 4, 1925 
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The proceeds of the equipment trust 
bonds purchased 225 modern passenger 
ears. The proceeds of the note issue 
are being spent for improved car- 
houses, shop equipment, tracks, etc. 
Nearly all of the $3,000,000 has been 
used, and practically all of this equip- 
ment has been received or is en route. 
A small portion of the $2,000,000 has 
been spent and the balance will be ex- 
pended during next year. 

The matter of refunding and refi- 
nancing the railways is progressing and 
it is hoped and expected that in the 
next annual report a satisfactory plan 
will be announced. 

Among the problems confronting the 
“management of the railways the first 
year was the adjustment of wages as 
proposed by the motormen and con- 
ductors. The working agreement with 
the men expired on April 30. After 
protracted negotiations there was a 
cessation of service for about 60 hours. 
As a result an agreement was entered 
into to continue the contract with the 
men for a period of two years at the 
same rates of pay. 


Operating Income Higher 


Boston & Maine’s Electric Lines Show 
Improvement—Report Gives De- 
tails of Bus Plan 


The 92d annual report of the Boston 
& Maine Railroad to the stockholders 
explains in detail the company’s plan 
of correlating rail and bus service “‘with 
the hope of bringing about an economic 
relationship which will avoid wasteful 
duplication of transportation agencies 
and result in benefit and convenience to 
the public.” Reference has been made 
in the ELECTRIC RAILWAY JOURNAL 
previously to the activities of the Bos- 
ton & Maine Railroad in that direc- 
tion. President Hustis states that be- 
cause of the belief that in many in- 
stances transportation on rails could be 
better and more economically per- 
formed by motor vehicles on the high- 
ways the Boston & Maine Transporta- 
tion Company has been incorporated to 
undertake highway motor service where 
the traffic warrants. This company will 
also supply service when other means 
of transportation are not available. In 
this way the discontinuance of rail- 
way lines as may be authorized will be 
accomplished with the least possible 
hardship to the communities affected. 

‘Competition of common carrier pas- 
senger buses along the main line routes 
of the railroad became so keen in 1914, 
particularly in Massachusetts, in which 
state no certificate of exigency is re- 
quired, that it seemed necessary for the 
railroad to present its case to the 
various cities and towns where bus com- 
panies were applying for licenses to 
compete with the railroad. Some cities 
and towns have declined to issue licenses 
to independent bus lines, recognizing 
that they were taking from the railroad 
the more profitable standard fare traffic, 
and that, deprived of this traffic, the 
railroad could not afford to continue low 
rate service for commuters. In some 
instances where such bus companies 
continued to operate without licenses, 
in violation of the law, legal proceed- 
ings were taken and are now pending. 

The report for the year 1924 segre- 


PORTSMOUTH ELECTRIC RAILWAY AND 
CONCORD ELECTRIC RAILWAY 
Year Ended 


Dee. 31, Dee. 31, 
1924 1923 
Passengerrevenue........... $263,529 $298,787 
Other revenue 11,675 16,125 
LUSICUBR SoicaxCSig aera oe aaa $275,204 $314,912 
Expenses: 
Maintenance of way and struc- 

WULCS HDs wns a pet ieee OF > $32,039 41,477 
Maintenance of equipment... . 47,946 69,748 
POMEI. gy sieves hee, cele a 37,042 47,093 
Trangportation.......-..0.0%%: > 83,315 87,442 
Other expenses.............. 16,809 17,884 

Total operating expenses.... $217,152 $263,645 
INGtREVONUG 225, vee dei 10s , , 
PAZ ROCEURIS rs oe vi ste es wx 24,817 24,308 
Operatingincome............ $33,236 $26,959 


gates the electric railway earnings. 
The accompanying statement shows 
figures for the operation of the Ports- 
mouth Electric Railway, running from 
Portsmouth to Hampton, N. H., and 
the Concord Electric Railway, which 
operates from Concord to Manchester 
and Penacook, N. H., both under the 
supervision of the Boston & Maine. 


Surplus for January Quarter on Roch- 
ester Lines.—The report of the oper- 
ations of the Rochester lines of the New 
York State Railways for the quarter 
ended Jan. 31, 1925, shows a surplus of 
$33,627 in excess of the 6 per cent 
guaranteed return on its property in- 
vestment under the service-at-cost con- 
tract. From railway operations alone 
a surplus of $38,814 is shown, with a 
deficit from bus operations of $1,384 


‘from the crosstown trackless trolley 


line and $1,349 from the Dewey Ave- 
nue bus feeder route. The balancing 
account of Jan. 31 shows a deficit of 
$251,564. 

Fitkin Interests Reported After More 
Railways.—An agreement is reported 
looking toward the sale of the Munici- 
pal Service Company, Philadelphia, Pa., 
to Fitkin & Company, New York. The 
Municipal Service Company owns the 
Citizens’ Traction Company, Oil City 
and Franklin; the York Railways, 
York, Pa., and the Youngstown & Sub- 
urban Railway, Youngstown, Ohio. 

Security Issue Sought.—The Key 
System Transit Company, Oakland, 
Cal., has applied to the Railroad Com- 
mission for authority to issue and sell 
$500,000 of its series B first mortgage 
gold bonds, dated Jan. 1, 1925, and due 
July 1, 1938, and bearing interest at 
the rate of 6 per cent. It is proposed to 
use the proceeds from the sale of these 
bonds in acquiring all the properties of: 
the Oakland & Haywards Railway and 
the East Oakland Railway and to re- 
deem all outstanding bonds of those two 
corporations. 

Belt Line Increases Earnings.—Oper- 
ation of the Tacoma Municipal Rail- 
way, Tacoma, Wash., as an industrial 
belt line for the tideflat district re- 
sulted in increasing the car line’s earn- 
ings by $1,525 during February, a fig- 
ure nearly double the best previous 
showing, according to the report for the 
month. The city is ahead $4,238 on 
belt line operation for the past four 
months, it is reported. 

Deficit \for Eight Months.—For the 
eight months ended Feb. 28, 1925, the 
Interborough Rapid Transit Company, 
New York, N. Y., showed an increase 
in total revenue from all sources of 


$567,972 over the corresponding period 
ended Feb, 29, 1924. This advance was 
more than offset, however, by increaase 
in taxes and in income deductions, 
chiefly higher Manhattan (elevated) 
rental, which became effective July L 
1924, under the readjustment plan. 
While operating expenses were lower 
than during the preceding period, there 
was a deficit for the first eight months 
of the current fiscal year of $247,700. 
Compared with a similar period in 
1924 this figure represented an im- 
provement of ‘$1,047,389. 

Merger Talk Started in Washington. 
—Officials of the Washington Railway 
& Electric Company and of the Capital 
Traction Company, Washington, D. C., 
have had one informal conference re- 
cently to consider the possibility of 
bringing about a merger. No further 
developments are expected, however, 
for some time. Just before adjourn- 
ment Congress passed a bill authoriz- 
ing a voluntary consolidation, with a 
proviso that the actual terms of merger 
be ratified by Congress at the next 
session. Following passage of the act 
the chairman of the Public Service 
Commission of the District suggested 
to the heads of both companies that 
they confer informally on the question. 
At the same time the commissioner let 
it be known that the commission stands 
ready to assist in arriving at.a basis 
for a union of the two systems should 
later developments warrant such a 
course. 

Revenues Showed Decrease in Feb- 
ruary.—In spite of diminishing jitney 
competition, total revenues from the 
railway department of the Georgia 
Railway & Power Company, Atlanta, 
Ga., showed a decrease of $23,650 dur- 
ing the month of February compared 
with February of last year. This 
brings the total decrease for the last 
eight months up to more than $263,650. 
The February decrease was $4,650 
greater than the $19,000 figure of Jan- 
uary. March figures, however, are ex- 
pected to show the effects of jitney 
elimination. 

Old Equipment Sold—The Quincy 
Street Railway, Quincy, Ill., recently 
sold to a junk dealer sixteen cars which 
had been idle in the carhouse, many of 
them since the days after the mule cars. 
The Quincy system has 28 cars in regu- 
lar service and sufficient reserves to 
handle traffic loads. 

Heavy Bond Issue Under Discussion. 
—Possibility of floating a $20,000,000 
bond issue for the Seattle Municipal 
Railway, Seattle, Wash., with which to 
retire the present bonds, purghase new 
equipment, pave between tfacks and 
make other necessary improvements is 
being discussed among members of the 
City Council. The present bonds against 
the railway bear 5 per cent interest. 
By floating an issue extending over a 
longer period, the advocates of the plan 
assert that the annual payments would 
not be so heavy, and the system would 
be in a position to buy new equipment, 
make extensions and needed improve- 
ments. The street railway department 
has gone back to a cash basis six weeks 
earlier than anticipated, owing to an 
increase in revenue and savings by the 
department. The date set for aban- 
doning the warrant plan had been May 
10, but was set forward to March 25. 
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SSS 
Legal Notes 


CALIFORNIA.—Company Responsible for 
Assault by Motorman. 


The conductor got into a dispute with 
a passenger in regard to transfers and 
summoned the motorman, according to 
rule, by emergency three bells. The 
motorman assaulted the passenger and 
this assault was held to be within the 
scope of his employment and the com- 
pany was responsible. (Galloway vs. 
United R.R.’s of San Francisco, 232 
Pacific Rep., 491.) 


CALIFORNIA. — Passenger Injured at 
Station While Crossing Track to 
Board the Car. 


A passenger lawfully on the premises 
of an interurban railroad at a place 
provided for the stopping of cars to 
take on passengers is not negligent 
per se in failing to stop, look and listen 
before crossing the intervening track to 
board a car. A shelter having three 
sides but no windows, provided by the 
carrier and used by passengers await- 
ing the arrival of cars was held to be 
a “station,” as respecting the degree of 
care to be used by both passengers and 
carriers. (Wilkinson vs. United Rail- 
roads’ of San Francisco, 232 Pacific 
Repeats) 


ConNEcTICUT.—Burden of Evidence in 
Accident to Infant. 


A child five years old, while crossing 
the track, was injured in a city street 
by a trolley car. In a case of this 
kind, the Supreme Court of Connecticut 
declared the burden was on the plain- 
tiff to adduce evidence of facts from 
which the jury might reasonably find 
the defendant’s motorman was_ neg- 
ligent as alleged and that such neg- 
ligence was the approximate cause of 
the injury. (Simuaskas vs. Connecti- 
cut Co., 127 Atlantic Rep., 918.) 


FEDERAL CouRT—Hupert Witness Must 
Be Especially Qualified — Treat- 
ment of Depreciation, Franchises, 
etc., in Valuation 

This decision was in the District 

Court of the District of Colorado on 

the valuation of the Denver Tramway 

and was rendered Dec. 18, 1924. The 
company, through its receiver, claimed 
that the ordinance by which the city 

permitted the city to charge only 6 

cents for fare was confiscatory, and 

asked pe®mission to charge a higher 
fare from the federal court by whom 
the receiver had been appointed. The 
city intervened. Its answer claimed 
that the tramway was contractually 
bound to a 5-cent fare, and that the 
6-cent ordinances were for temporary 
purposes only and did not change the 
contractual obligations of the company. 
The court appointed a special master to 
hear testimony as to the value of the 
property, and evidence was presented 
by Frank T. Woy and A. L. Drum for 
the company and Dr. D. F. Wilcox for 
the city. In its decision rendered 

Dec. 13, 1924, the court reviews the 

qualifications of each of these witnesses 

to act as an expert on valuation and it 


held that Messrs. Drum and Woy could 
qualify as expert witnesses on the 
value of the railway property but that 
it was an error in matter of law to per- 
mit Dr. Wilcox to testify as such an 
expert. The court also said that, ordi- 
narily, reproduction cost new, less de- 
preciation, is the dominant factor in 
the valuation inquiry under considera- 
tion, and it must be the rule where 
there are no other data on the subject. 
Testimony on values of experts who 
have given the subject long study and 
reflection ought not to be _ lightly 
weighed. The figures of the experts 
Woy and Drum on depreciation, as as- 
certained by inspection, and other items, 
were largely followed in the decision. 
An allowance was permitted for going 
value, but the court held that the value 
of the company’s perpetual easements 
in the city streets, which was put at 
$2,000,000 could not be included in the 
valuation of the company’s property 
for rate making purposes. The court 
upheld the receiver’s plea that the 6-cent 
fare was confiscatory. (Westinghouse 
Electric & Mfg. Co. vs. Denver Tram- 
way, 3 Federal (2d) Rep., 285.) 


FEDERAL CouRT.—Greater Care Neces- 
sary by Motorman Where View Is 
Obstructed. 

The judge in a District Court charged 
the jury that where the view of a cross- 
ing is obstructed, increased caution is 
required of the person undertaking to 
cross the interurban track at this point, 
but he refused the request of the plain- 
tiff’s counsel to charge “that the de- 
fendant was required to use increased 
or greater care as it approached this 
crossing, if the weeds and bushes were 
on its own right-of-way.” This refusal 
was held to be prejudicial error in the 
Circuit Court of Appeals, Sixth Cir- 
cuit. (Napier vs. Northwestern Ohio 
Ry. & Power Co., 2 Fed. Rep. (2nd), 
701.) 


MaryLAnp—Railroad Liable to Person 
at Freight Yards Receiving Ship- 
ment Only for Injuries Arising 
from Concealed Peril. 

A truckman visited the freight yards 
of a railway company to take away a 
shipment, and to save time tried to 
remove the shipment himself from the 
bottom of a pile. Other freight fell on 
him and injured him. The railway 
company was not held _ responsible. 
(Texas Co. vs. Washington, B. & A. 
Electric Ry., 127 Atlantic Rep., 752.) 


MASSACHUSETTS — Attempt to Board 
Car at Alighting Platform. 


After leaving a rapid transit train 
at a platform, a passenger changed her 
mind and decided to board the next 
train. When it arrived and all passen- 
gers leaving the car at that point had 
disembarked, she attempted to enter by 
the open door but was caught by the 
door and thrown to the floor. It de- 
veloped that there were two platforms, 
one a loading and the other an unload- 
ing platform, and the company did not 


expect any passengers to board a car 
at the unloading platform, but as there 
were no conspicuous signs to warn pas- 
sengers not to board the train at this 
point the company was held respon- 
sible for this accident. (Threlkeld vs. 
Boston Elevated Railway, 146 North- 
east Rep., 367.) 


MINNESOTA.—_Injury from Emergency 
Stop. 

A motorman made an emergency 
stop to avoid a collision with a vehicle 
and because of this sudden stop a pas- 
senger was thrown to the floor and in- 
jured. It was held that the company 
was not negligent as a matter of law, 
but that the case should be decided by 
a jury. (Sullivan et al. vs. Minne- 
apolis Street Railway, 200 Northwest 
Rep., 922.) 


Missourt.—Last Clear Chance Doctrine 
in Case of Trespasser. 


Where a boy, while riding as a tres- 
passer on the rear end of a trailer, was 
injured when the trailer backed against 
another car standing in the rear, the 
last clear chance doctrine was upheld. 
An instruction by the trial court re- 
quiring the jury to find, before render- 
ing a verdict for the plaintiff, that the 
motorman of the rear car negligently 
failed to move his car backward, when 
in the exercise of ordinary care he 
could have backed car without danger 
to any person, was held by the Court 
of Appeals not erroneous for failure 
expressly to require the jury to find 
that there was free space into which 
motorman could _ back. (Finn vs. 
United Railways of St. Louis, 267 
Southwest Rep. 416.) 


New YorK.—Value of Property for 
Rate-Making Purposes. 


The present increased cost of con- 
struction must be considered in de- 
termining the value of a public utility | 
property for rate making purposes, and 
due weight must be given to present 
reproductive costs. It is inadequate to 
use the average of the ten-year period 
prior to the date of valuation. Where 
a power and light company had been | 
allowed a low rate of return for a long | 
period, it was entitled to a return of 
more than 7.1 per cent on the value of | 
its property. (People ex rel. Adiron- | 
dacks P. & L. Co. vs. Public Service | 
Commission, 217 New York. Sun.. 284.) | 


OKLAHOMA.—Time Taken at Stops. 


It is the duty of a street railway 
company, at car stops, to stop the cars | 
a sufficient length of time to afford | 
passengers an opportunity, by the use | 
of ordinary care and diligence to alight © 
therefrom while the car remains sta- | 
tionary. (Oklahoma Union Railway | 
vs. Mitchell, 231 Pacific Rep., 1062.) 


WISCONSIN. — Care Required of Driver 
of Automobile. 

Where the driver of a heavily loaded 
truck drove it onto a car track, when 
his view of the track was obstructed 
because of an automobile parked at the 
curb, he was negligent as a matter of 
law, although the trolley car which 
struck him was going at illegal speed. 
(Griffin vs. Milwaukee E. R. & L. Co. 
201 Northwestern Rep. 254.) } 
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Personal Items 


New President in New 
England 


Operator of the Holyoke Street Railway 
Elected President of the New 
England Street Railway Club 


Louis D. Pellissier, president and 
general manager of the Holyoke Street 
_ Railway, Holyoke, Mass., was elected 
president of the New England Street 
Railway Club at the meeting on 
March 26. Mr. Pellissier, with his 
brother, George, who is assistant gen- 
eral manager and chief engineer of the 
company, has made an enviable reputa- 
tion in handling this 70-mile Massa- 
chusetts road. In fact, his work has 
attracted attention even outside of the 
electric railway industry. Not so long 
ago an editor of one of the foremost 
papers in the country, a man concerned 
only incidentally with railway opera- 
tions, expressed the wish privately that 
more railway men had the knowledge 
‘and insight into railway matters pos- 
sessed by the Pellissier brothers. He 
wanted to get them to make recommen- 
dations in his own city, but said he 
realized that it was impossible. 
lamented that fact, but said he recog- 
nized it was the prerogative of the Pel- 
lissiers to stick to their knitting. 

This is exactly what they have done. 
They have applied themselves inten- 
sively to their own tasks, and their 
application has been intelligently di- 
rected. The Holyoke property has one 
of the few zone systems in the country. 
Like many other cities, Holyoke found 
during the war that it was necessary to 
raise fares. The maximum fare on the 
Holyoke system was, however, kept 
down by dividing the property into a 
number of zones on the principle of 
one zone in each community. The lay- 
out of the system is well adapted for 
this plan. With this sense of sales- 
manship has gone the realization of the 
need for keeping up the physical prop- 
erty. As a result the Holyoke Street 
Railway is one of the best maintained 
in the country. In fact, in 1917 the 
company passed its dividend rather 
than curtail the appropriation for 
maintenance. It is significant that the 
company has an unbroken dividend 
record for 30 years, except in this one 
instance; that it is now paying 6 per 
cent and that for much of this long 
period it paid 8 per cent. 

Louis D. Pellissier began his work 
for the company immediately after his 
graduation from business college in 
Springfield, Mass., in 1892. The Hol- 
yoke Street Railway had recently been 
electrified and Mr. Pellissier served 
first as a conductor. Three years later 
he was appointed bookkeeper and pay- 
master and continued in these positions 
until 1903, when he was elected treas- 
urer of the company, acting also as 
claim agent. This office he retained 
until 1912 and then he was made vice- 
president and general manager. Upon 
the death of W. S. Loomis, president of 
the company, in 1914 Mr. Pellissier was 


He . 


made president. In 1919 he was also 
made treasurer and general manager of 
the Northampton Street Railway, which 
position he still holds. Since 1914 he 
has also been president of the Mount 
Tom Railroad, which runs the beautiful 
scenic resort known the world over as 
Mount Tom, together with its noted 
mountain railway. 

Mr, Pellissier was born in Superior, 
Wis., Feb. 18, 1870. His parents set- 
tled in the historie old town of Hadley 
shortly after Mr. Pellissier was born, 
and there he grew to manhood. He at- 
tended the local public schools and Hop- 
kins Academy, reputed to be the second 
oldest institution in the United States. 
He remained on the farm until he was 
21 years old and then decided to enter 


L. D. Pellissier 


business, for which he fitted himself by 
attending business college. 

Last year Mr. Pellissier was vice- 
president of the New England Street 
Railway Club, representing Massa- 
chusetts. The club has six vice-presi- 
dents, one for each state in New Eng- 
land. Mr. Pellissier is a strong believer 
in association activities. He attends 
the conventions himself and sees to it 
that the members of the staff also 
attend. 


Interstate Changes Announced 


W. Marshall Dale has succeeded fra 
E. Guthrie as secretary and treasurer 
of the Interstate Public Service Com- 
pany, Indianapolis, Ind. 

W. S. Campbell is purchasing agent 
in place of G. H. Dallow. 

W. J. Fox is now superintendent of 
shops at Scottsburg, succeeding J. E. 
Hester, who resigned last May to enter 
business for himself. 


Joseph O’Hara, general superinten- 
dent of the railway division of the Illi- 
nois Power Company, Springfield, Il., 
is on an indefinite leave of absence to 
recuperate from a long illness. Carl E. 
Davis, former claim adjuster, will act 
in his place. : 


Mr. Storrs in New Office— 
His Book 


Lucius S. Storrs, recently appointed 
as managing director of the American 
Electric Railway Association, entered 
upon the duties of that office on April 2. 
His desk in the temporary quarters 
arranged for him at the association’s 
office was covered with flowers in antic- 
ipation of his coming. As one of his 
first acts Mr. Storrs had himself for- 
mally presented by Secretary Welsh to 
all the employees whether or not he 
had ever met them before. His services 
will be available to every electric rail- 
way in the United States. They will 
also be available to the public. One of 
his outstanding duties will be to act 
as a liaison officer between large na- 
tional business or civic organizations 
and the electric railway interests. 

As indicated very briefly in the ELEc- 
TRIC RAILWAY JOURNAL for March 26 
Mr. Storrs was the guest of honor at a 
testimonial and farewell dinner given 
at the New Haven Lawn Club by the 
officers and heads of the Connecticut 
Company. John K. Punderford, the in- 
coming president, presided. The speak- 
ers were unanimous in commending 
Mr. Storrs for his tact, diplomacy and 
fairness in dealing with the public and 
the employees and the successful man- 
ner in which he administered the af- 
fairs of the company at all times, and 
particularly through the war and the 
post-war period, with its many difficult 
problems, until now, when the property 
is regarded as second to none in the 
world. All expressed their regret at 
his leaving and were eloquent in their 
assurance of the high regard with 
which he is held by his associates and 
the public. Congratulations were 
showered upon him for the eminent 
position he is to occupy in the trans- 
portation industry and all predicted a 
continuation of his success in the 
broader field to which he has been 
chosen. The speeches were punctuated 
with much delightful humor. 

At the close of the last address 
Joseph F. Berry, formerly counsel of 
the Connecticut Company at New 
Haven, acting in behalf of those pres- 
ent, presented to Mr. Storrs a beautiful 
silver loving cup. 

A novel and impressive testimonial 
in the form of an album containing the 
signatures of more that 3,800 officers 
and employees of the company, which 
was compiled by William J. Sellner of 
the construction department, was also 
given to Mr. Storrs. It was prefaced 
with the following inscription: 

Time, the Immortal, in whose book all 
things are recorded, opens its pages to re- 
ceive the record of your passing to the 
newer and broader field of activity to 
which your ability as an executive has led. 

It is with profound regret that we look 
upon your going (although knowing full 
well that it is a big step forward and 
upward) for we cannot help the selfish 
wish that it were not so. Nor can we 
doubt that you, too, find it difficult to 
sever the ties that for so many years have 
bound you to a company which, under your 
leadership, has grown to occupy the high 
position which the Connecticut Company 
now holds. 

Appreciating to the fullest extent the 
honor bestowed upon you and upon us as a 
company by the election of you, our presi- 
dent, to the most eminent position in the 
electric railway industry, we offer you our 
sincerest congratulations and our best 
wishes for the continuation of that success 


which has characterized your progress. 
And, in parting, we pledge ourselves to 
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the maintenance of that high standard for 
the company which has ever been inspired 
by our association with you. 

Following the presentation, Mr. 
Storrs responded feelingly to the many 
praises expressed during the evening 
and for the testimonials. He said the 
past fourteen years would live in his 
memory as the happiest of his life, 
claiming that whatever success he has 
attained was made possible only through 
the loyal co-operation of all. He 
prophesied for Mr. Punderford the 
same loyalty, the same faithfulness 
and the same success. Mr. Storrs said 
it was impossible adequately to express 
his regret at leaving so splendid a 
group of friends and co-workers and 
wished them Godspeed. 

The committee of arrangements con- 
sisted of Walter J. Flickinger, Edward 
T. Chapman and John M. Hamilton. 

At the speakers’ table were: John 
W. Colton, Walter J. Flickinger, Ed- 
ward M. Day, George D. Watrous, 
Charles Cheney, John K. Punderford, 
Lucius S. Storrs, Leonard M. Daggett, 
Joseph F. Berry, Victor S. Curtis and 
James W. Welsh. 


G. H. Harris Acting General 
Manager at Oakland 


Important changes have been made 
in the personnel of the Key System 
Transit Company, Oakland, Cal., most 
of which went into effect April 1. 

C. O. G. Miller remains as president 
and W. R. Alberger as vice-president, 


but Mr. Alberger has temporarily 
relinquished his duties as géneral 
manager. 


The acting general manager of the 
company is George H. Harris, for- 
merly chief engineer, who was in- 
ducted into his new duties when Mr. 
Alberger started on a trip to the Hast 
the latter part of March. Mr. Al- 
berger, it is announced, will visit Chi- 
cago, St. Louis, Detroit, Cleveland, 
Philadelphia, New York and other 
large Eastern cities, where he will 
study transit problems and make a 
report thereon when he returns to 
duty. 

President Miller has denied that Mr. 
Alberger contemplates going on the re- 
tired list after his trip. 

“The report has been repeated a 
great deal lately,” he said, “and I should 
like to see it stopped.” 

A new position has been created— 
that of assistant to the president. This 
will be filled by C. C. Vargas, who will 
retain his duties as comptroller in 
charge of the auditing and account- 
ing departments. The purchasing and 
stores departments will also be under 
him. 

E. F. Smith, cashier, has been pro- 
moted to the office of assistant man- 
ager of the department of public rela- 
tions, and Angus Clark has been ad- 
vanced from land and tax agent to the 
position of cashier. He will also be 
assistant secretary. 

Frank Locke has been appointed 
assistant cashier and Wayne Allen has 
been promoted from chief clerk of the 
purchasing department to assistant 
purchasing agent. 

It is explained that constantly in- 
creasing duties compelled President 
Miller to ask for an assistant. The 


other changes are made, it is under- 
stood, largely at the behest of the new 
assistant to the president. 

The land and tax office has been 
abolished and the several functions 
previously performed by that depart- 
ment have been distributed among the 
others. 


J. Frank Johnson Resident Head 
of Toledo Traction 


Announcement has been made in 
Toledo, Ohio, that Benjamin C. Adams, 
president of the Community Traction 
Company, and vice-president and gen- 
eral manager of.the Toledo Edison 
Company for the last two years, is to 
leave soon for Kansas City to become 
head of a large company combining 
the gas properties of Henry L. Doherty 
& Company in several nearby states. 

Management of the Community Trac- 
tion Company will be put entirely in 
the hands of J. Frank Johnson, now 
vice-president and general superin- 
tendent. Mr. Johnson has been in the 
Doherty organization for a number of 
years, serving first as an executive 
with the Toledo & Western Railroad. 
He was one of the receivers of that 
property. Later he was sent to Toledo 
and assigned to the Community Trac- 
tion Company, and some time ago was 
made general superintendent. 

Mr. Adams will be succeeded as 
president by either Henry L. Doherty 
or Frank R. Coates. Mr. Adams has 
served on the Doherty properties at 
Joplin and St. Joseph. 

Carroll L. Proctor, for three years 
head of the Empire District Electric 
Company, Joplin, Mo., will go to Toledo 
to succeed Mr. Adams as vice-president 
and general manager of the Toledo 
Edison Company. He was born in 
Charlotte County, Virginia, in 1880 and 
was graduated from the Virginia Poly- 
technic Institute. His first job was 
with the General Electric Company at 
Schenectady as a tester. 

Later Mr. Proctor went to Athens, 
Ga., as general superintendent of the 
Athens Railway & Electric Company, 
and in 1912, when the property was 
taken over by the Doherty interests, he 
remained and has been a Doherty ex- 
ecutive ever since. After seven years 
at Athens he was assigned to Joplin. 
He served for a time as vice-president 
and general manager of the Danbury 
Gas & Electric \Company, Danbury, 
Conn., and later returned to Joplin. 

Frank R. Coates remains as president 
of the Toledo Edison Company. 

The change in Toledo will be effec- 
tive about April 15. 


Mr. Woodlock on I.C.C. 


Thomas F. Woodlock, financial writer 
and a member of the board of directors 
of the Pére Marquette and St. Louis- 
San Francisco Railroads, was sworn in 
April 1 as a member of the Interstate 
Commerce Commission under the recess 
appointment offered him by President 
Coolidge. Mr. Woodlock has resigned 
from the two railroad boards. 


Forest E. Winterding, formerly con- 
nected with the Wisconsin-Minnesota 
Light & Power Company at Eau Claire, 
Wis., as civil engineer, has left that 


a 


company to become chief engineer of 
the Wisconsin Traction, Light, Heat & 
Power Company at Appleton in charge 
of all construction work. 


George Kuhn is superintendent of 
shops of the International Railway, 
Buffalo, N. Y., and not George Hulme, 
as was erroneously published in the 
ELECTRIC RAILWAY JOURNAL, issue of 
March 28, 1925, page 528. J. W. Hulme 
was superintendent of shops at Buf- 
falo some time ago, but resigned in 
1923 to become assistant superintendent 
of car equipment of the Interborough 
Rapid Transit Company, New York, 
NEO: 


L. E. Hollar was promoted to gen- 
eral superintendent of the Michigan 
Railroad and the Chicago, Holland & 
Grand Rapids Railway with head- 
quarters in Grand Rapids, Mich., effec- 
tive March 1. Mr. Hollar started with 
the Chicago, South Bend & Northern. In- 
diana Railway and the Southern Michi- 
gan Railway at South Bend, Ind., in 
1906 and remained there until 1920 as 
superintendent of transportation. He 
relinquished that position to become 
affiliated with the Michigan Railroad as 
superintendent of the Northeastern 
division, which he retained until his 
present advancement. 


John L. Fahey has been made chief 
claim agent of the Scranton Railway, 
Scranton, Pa. He entered the employ of 
the company in 1913. Later he became 
affiliated with the claim department 
and acted as private secretary to his 
father. He continued in that capacity 
up to the time of his father’s death on 
Feb. 16, 1925. Announcement of his 
appointment to succeed his father was 
made on Feb. 19. 


Charles W. Chase, Gary, Ind., has 
been appointed general manager for 
Charles Currie, the receiver of the Chi- 
cago, Lake Shore & South Bend Rail- 
way, Michigan City, Ind. Mr. Chase is 
president of the Gary Street Railway. 
As general manager for the receiver of 
the South Shore lines, he will have ac- 
tive charge of the operation of that 
property. 

A. G. Carson has been appointed 
manager of the Wisconsin Public Serv- 
ice Corporation, Green Bay, Wis., in 
charge of all utility departments. L. B. 
Works has been appointed assistant 
manager. Mr. Carson has been identi- 
fied with Wisconsin properties for sev- 
eral years. In 1919, while manager 
of the Manitowoc & Northern Traction 
Company and also of the business of 
the Wisconsin Public Service Company 
in Manitowoc and Two Rivers, he had 
his field of operations extended by the 
additional appointment as general su- 
perintendent of the Wisconsin Public 
Service Company in Green Bay. Before 
going ‘to Manitowoc he was superin- 
tendent of the Eastern Wisconsin Elec- 
tric Company in Fond du Lac and chief 
engineer of the Wisconsin Electric Rail- 
way and of the Eastern Wisconsin 
Electric Railway & Light Company in 
Oshkosh for several years. He began 
his public service work with the Grand 
Rapids, Grand Haven & Muskegon Rail- 
way in the power and transportation 
department and later he was made chief 
engineer of the Winnebago Traction 


Company of Oshkosh. ‘ 
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7 Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


General Electric Sales 
Hold Up Well 


Orders received by the General Elec- 
tric Company, Schenectady, N. Y., dur- 
ing the year 1924 were $283,107,697, 
compared with $304,199,746 in the year 


- 1923, a decrease of 7 per cent. 


Unfilled orders at the end of the 
year were $68,958,000, compared with 
$87,112,000 at the end of 1923. 

The export business of the company 
is conducted by the International Gen- 
eral Electric Company, Inc. The total 
of all orders received by the Inter- 
national company during the year was 
$17,590,000, compared with $21,743,000 
during 1923. The net sales billed were 
$22,590,107 during 1924, compared with 
$22,371,526 for 1923. 


1924 1923 


Net sales billed........ $299,251,869 $271,309,695 


” Less: Cost of sales willed, 


including operating, 
maintenance and de- 
preciation charges, re- 
serves and provision 


for alltaxes......... 264,909,538 241,653,948 
Netincomefromsales.. $34,342,330 $29,655,746 
Income from other 

BOUPOCSs.< seis sels Scie 10,793,352 8,345,781 

Totalincome........ $45,135,683 $38,001,528 
Less: Interest and dis- 

count on debentures 

and other interest 

payments, and ad- 

ditions to general re- 

AEM Oo as jcictsictic isis 5,900,135 4,476,410 
Profit available for divi- 

GH ace eect $39,235,548 $33,525,118 
Less: 6 per cent cash 
dividends on special 
BOOKS. oad noon 1,195,405 656,379 
$38,040,142 $32,868,739 
Less: 8 per cent cash 

dividends on common 

EOGIR Goh Skiers age iis 6 14,404,980 14,289,316 
Surplus in excess of cash 

dividends........... $23,635,162 $18,579,423 

| Surplus at Dee. 31, 1923 82;762'095) . esa ott 


S106;397;,258. Visa 
Less: 5 per cent divi- 

dend paid in special 

stock, $9,005,035; de- 

livery of Electric 

Bond & Share Com- 

pany stock, $25,030,000 34,035,035 


Surplus at Dec. 31,1924 $72,362,223 


The International company’s business 
was conducted at a profit available 
for dividends of $2,474,845, compared 
with $2,469,463 in 1923. Dividends of 
$700,000 were paid during 1924, of 
which the General Electric Company 
received $592,082. This sum is in- 
cluded in the financial statement as 
part of the income from investments. 

In carrying out the provisions of 


' the Coffin Foundation the following 


yo 


awards were made for the year: 

In May, 1924, the committee of the 
National Electric Light Association 
awarded the Charles A. Coffin medal 
to the Public Service Corporation of 
Northern Illinois and $1,000 to the 
Employees’ Benefit Association of that 
ecmpany. 


In October, 1924, the committee of 
the American Electric Railway Asso- 
ciation awarded the Charles A. Coffin 
medal to the Northern Texas Traction 
Company of Fort Worth, Tex., and 
$1,000 to the Mutual Aid Association 
of that company. 

The advisory committee of the com- 
pany awarded forty-three Charles A. 
Coffin certificates of merit, carrying 
with them honorariums in cash to em- 
ployees of the company for meritorious 
work and distinguished service per- 
formed during the past year. Among 
them. were twelve workmen in the 
shops, seven foremen, fifteen engineers 
and nine members of the commercial 
organization. 


$4,000,000 Order Impending 


Plans and specifications for new sub- 
way cars which will cost between 
$3,000,000 and $4,000,000 have been sent 
by the Brooklyn-Manhattan Transit 
Corporation to,the Transit Commission 
for approval. These plans call for sub- 
way cars of a type different from the 
present B.-M.T. subway cars. The new 
cars are known as triplex articulated 
cars. Each triplex unit is made up of 
three car bodies permanently united and 
mounted on four trucks with wide end 
doors to permit passage between cars. 
In capacity, each triplex unit, with its 
three car bodies, is the equivalent of 
two of the largest present subway cars. 

The company already has under con- 
struction and nearly completed four of 
these triplex units, the equivalent of an 
eight-car train of the present subway 
ears. This train of cars will alone 
cost close to $300,000. It is expected 
that these new cars, now under con- 
struction, will be delivered in May of 
this year. In the progress of construc- 
tion, various changes and improvements 
in the plans have been made and these 
are embodied in the plans now sub- 
mitted to the Transit Commission for 
approval in order that the company 
may buy additional cars. 

After approval by the commission, 
bids will be invited from car builders for 
50 or 65 triplex cars, the equivalent of 
100 or 130 present cars. If prices are 
sufficiently reasonable the larger num- 
ber will be ordered and a program 
started of retirement of.certain types of 
“L” cars. The company now has a num- 
ber of “L” cars requiring major repairs 
which cannot be made because of inade- 
quate shop facilities due to failure of 
the city to build shops, as it agreed to 
do in Contract No. 4 made in 1913. 
If the cost of new cars is reasonable as 
compared with the cost of repairing 
present “L” cars, the company states 
that it will place an order for the larger 
number of new cars. 

The new cars were mentioned in the 
ELEcTRIC RAILWAY JOURNAL, issue of 
Sept. 20 and Sept. 27, 1924, pages 466 
and 538. 


To Improve Organization of 
Executive Departments 


It is expected that the Bureau of 
Mines will be transferred from the 
Interior Department to the Department 
of Commerce. The Bureau of Mines is 
a scientific bureau intended as a direct 
aid to industry and commerce. Tis 
usefulness depends largely on its abil- 
ity to co-operate with industry. This 
transfer, by Presidential order, is ex- 
pected to follow the action of President 
Coolidge in transferring the Patent Of- 
fice from the Department of the Inte- 
rior to the Department of Commerce. 
In this connection Secretary Hoover 
said that a vigorous campaign should 
be undertaken for the removal of the 
present injustices toward American 
patentees and American manufacturers 
which exist by virtue of the character 
of patent laws in many other countries. 
He said that at the present time au 
American patentee is required to manu- 
facture continuously in foreign coum- 
tries under his patent or lose his patent 
rights. Further, that no such require- 
ment is made in the United States. 
The result is that our inventors and 
manufacturers, in order to protect their 
inventions, have been driven to the 
establishment of a large number of fac- 
tories abroad, whereas foreign paten- 
tees have been able to use their patents 
in the United States actually to prevent 
manufacture here. 

Mr. Hoover stated that an interna- 
tional convention for the protection .of 
industrial property would take place 
at the Hague on Oct. 8, 1925, at which 
the American government was to be 
represented and where proposals would 
be made for the equitable and equal 
treatment of patentees in all countries. 


Gasoline Electric Buses on Long- 
Term Payments to Railways 


The Electric Truck Transportation 
Corporation, 25-31 W. 43d Street, New 
York, N. Y., has announced that it is 
considering the opening of a new de- 
partment to finance the sale to electric 
railways of gasoline-electric buses on an 
attractive basis of long-term lease pay- 
ments. 

Mr. Cardoza, president of the corpo- 
ration, stated that it is the idea to con- 
fine the plan to the established utilities 
in the best position to operate the 
equipment properly. 


Metal, Coal and Material Prices 


Metals—New York Apr. 1, 1925 
Copper, electrolytic, cents perlb......... 13.625 
SePps wire base, cents perlb............ 15.875 
Lead cents per [Dans 3 ividcvostee sera dacs 8.425 
Fine; cents per Iba an.,20 <a nehsatesae Coley 7.43 
Tin} Straits, cents per Iba... es sews an ee ers 52.75 


Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads)igrone tones eta ere nec cise $4.35 
Somerset mine run, Boston, net tons...... 20125 
Pittsburgh mine run, Pittsburgh, net tons 1.825 
Franklin, Ill., screenings, Chicago, net.tons 1.95 
Central, Ill., sereenings, Chicago, net tons 1.90 
Kansas screenings, Kansas City, net tons ry 


Materials 
Rubber-covered wire, N. Y., No. 14, per 
TL Q00SE aie ns tokio es eae cs 6 
Weatherproof wire base,N.Y.,cents per lb. 8 
Cement, Chicago net prices, without bags re 
0 
0 


so 


Linseed oil (5-Ib. lots), N. Y., per gal 

White lead in oil (100-Ib. keg), N. Y., cents 
per Ib., carload | 

Turpentine (bbl. lots), N. Y., pergal...... 


New Sales Representative for Six 
Wheel Company in Chicago 


P. B. McGinnis, mechanical expert 
and sales representative with the Chi- 
cago office of the Westinghouse Air 
Brake Company since 1911, has joined 
the Six Wheel Company, Philadelphia, 
in charge of sales in central Western 
territory, with an office in Chicago. 


In 1902, at the age of 16, he entered - 


the car repair department of the Frisco 
Railroad. He served a short time as 
wireman’s helper with the Westing- 
house Electric & Manufacturing Com- 
pany when the Chicago Metropolitan 
Elevated was being equipped with 
multiple-unit control by that company. 
He then joined the elevated operating 
organization as air brake and control 
inspector and remained in that capacity 
for a period of five years. 

In 1909 he was engaged by the L. B. 
Stillwell Company, New York, to assist 
in equipping the cars of the Hudson & 
Manhattan Railroad, then under con- 
struction at the plant of the Pressed 
Steel Car Company. Later in the same 
year he became general air brake in- 
spector of the Inland Empire System, 
Spokane, Wash. In the summer of 
1910 he again went East to take charge 
of air brake installation on the cars 
being built for the Hudson & Manhat- 
tan Railroad by the American Car & 
Foundry Company. 

For about a year Mr. McGinnis re- 
mained with the Hudson & Manhattan 
Railroad as general air brake inspec- 
tor, and then joined the forces of the 
Westinghouse Air Brake Company. 


Rolling Stock 


Knoxville Power & Light Company, 
Knoxville, Tenn., has announced specifi- 
cations on the sixteen new cars 
referred to in the ELEcTRIC RAILWAY 
JOURNAL, issue of March 14, page 436. 
The details follow: 


Date order was placed....... Feb. 27, 1925 
Date? of delivery: hse aeons June 1, 1925 
Builder of car body:...... Cincinnati Car 
Company 

ype Of CAT weitere Double-end, single-truck, 
closed passenger 


Seating capacity 


MOtal WelSHts /isiFevataveca eberersieia shel svt 19,000 Ib 
Meneth oversalle wane aes 8 ft. 6 in 
(Truck! wheelbasein tocion arteries 8 ft. 6 in. 
Width over allioin ceed oninercan 8 ft. 4% in. 
Height, rail to trolley base..... 10 ft. 32 in. 
TB OGY. arinleha aucleteds ete el oeteme re erate ete Steel 
Interior Mtrim: aces Natural mahogany 
Headlininge ies )-irtenchteaeis 3-in. Agasote 

OOLinciaval ete rereistens Risteieiclatel oie tenet orsiehelshateteee Arch 
Air dbrakes trips aasureracisteretere teehee Westinghouse 
Curtains material cerca Pantosote No. 89 
Destinatlonvsignsy ~ wc ws cere ',.. Keystone 


Door-operating mechanism, 

National Pneumatic Company 
HALO ADOSES viz apiece anromnneriarne won Cleveland 
Heater equipment ....... Consolidated Car 

Heating Company No. 1522-I 
Headlights ....Ohio Brass WDF No. 28519 
Journal POKES es ois Welete o eaevaiece 3-in, x 6-in. 
Lightning arresters ........... Electrolytic 


Motors Reionicterar ins General Electric, 35 hp. 
MUnish ipo cates cite sess ee Yellow enamel 
IRESISCETS Mica. criiecfoics, iewetorrtatisu erelae None 
WANdersy pert wae eiaestcha wee eet pate Air 
DOMES eects aye miee eG cake octane Pullman type 
Seating material oye suns 6 Green velour 
Trolley catchers..... Ohio Brass No. 13141 


Gein ous cameron General Electric 
Cincinnati 


Trolley base 
Trucks 
Ventilators : 

Railway Utility Company honeycomb 
Wheels 26-in. 


Piedmont & Northern Railway, Char- 
lotte, N. C., has placed an order with 
the Pressed Steel Car Company, Pitts- 


\ 
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burgh, Pa., for 150 automobile freight 
cars of 100,000 lb. capacity. These cars 
have Hutchins steel roofs with Hutchins 
steel ends. They are to have steel 
underframes with steel superstructure, 
10-ft. 6-in. double door opening, cast- 
steel truck side frames, cast-steel truck 
bolsters and Westinghouse friction 
draft gear with Symington attach- 
ments. The cars are to be delivered 
about July 1. 

Empire State Railroad, Syracuse, 
N. Y., will likely be in the market for 
six buses if the plans looking toward 
the installation of bus service in 
Oswego are carried out. 

Missouri & Kansas Railway, Kansas 
City, Mo., it is reported, has purchased 
three new cars, at a cost of $14,000 
each. Since the fire in Overland Park 
last month the company has borrowea 
cars from the Kansas City Railways. 

United Railways, St. Louis, Mo., has 
ordered five six-wheel chassis from the 
Six Wheel Company, 1800 Lehigh Ave- 
nue, Philadelphia, Pa., not 1880 Lehigh 
Avenue, as reported in the ELECTRIC 
RAILWAY JOURNAL for March 28, page 
530. The five bus bodies are being built 
at the plant of the St. Louis Car 
Company. 


Track and Line 


New Brunswick, Canada.—An elec- 
tric railway is to be constructed from 
Caraquet to Plaster Rock, New Bruns- 
wick to join the Canadian Pacific Rail- 
way Plaster Rock-Perth branch. Notice 
of application for charter has been 
given. The new line will be approxi- 
mately 90 miles long. Indications are 
that a start in construction will be 
made this year on the Caraquet end. 
Operation of the line is expected to be 
from provincial hydro-electric stations, 
including a new development to be 
opened this year at Grand Falls. 

The Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., has 
completed work on the installation of 
a tracks on its Thirty-fifth Street 
ine. 


Power Houses, Shops and 
Buildings 


Ottawa Electric Railway, Ottawa, 
Canada, has just completed its new 
shops, situated about 4 mile from the 


center of the city, which have been - 


under construction since last April. 
The area of the shops, which are to be 
known in the future as Champagne 
Shops, is 235 ft. x 300 ft. The new 
building will contain ‘the electrical 
shops, air-brake department, machine 
shop, carpenter shop, paint shop and 
another carhouse. The type of con- 
struction is structural steel frame, rein- 
forced-conerete roof slab and floor 
slabs. Convenient to the carhouse sec- 
tion is a large conductors’ and motor- 
men’s rest room. The storeroom, offices, 
paint shop, conductors’ and motormen’s 
rest room are heated by direct low-pres- 
sure steam. The remainder of the 
building is heated by an indirect system 
designed to keep temperature at 60 deg. 
The lighting wiring is run entirely in 
steel conduit. 


Vol. 65, No. 14 


Trade Notes 


Wagner Electric Corporation, St. 
Louis, Mo., has announced the removal 
of its Atlanta office and service station 
on April 1 to 145 West Peachtree 
Street, also the removal of its Cleve- 
land office and service station on the 
same date to 1412 East 25th Street. 


Gold Car Heating & Lighting Com- 
pany, Brooklyn, N. Y., has announced 
that Tom Moore, formerly purchasing 
agent of the Virginian Railway, has 
been appointed its representative in 
charge of the Southern territory. He 
is located at Room 811, Royster Build- 
ing, Norfolk, Va. 


Riley Stoker Corporation, Worcester, 
Mass., announces the following changes 
in sales representatives. G. H. Sanger 
has been transferred to the Chicago 
office at 541 Marquette Building, hav- 
ing formerly been located at the Phila- 
delphia office. He succeeds E. W. 
Wagenseil, who has resigned to become 
sales manager for the Buckeye Drier 
Company. A new representative of the 
Riley Stoker Corporation in the Denver 
and Salt Lake territory is the Mine & 
Smelter Supply Company, with offices 
at Seventeenth and Blake Streets, 
Denver, and at Salt Lake City. 


Page Steel & Wire Company, Chi- 
cago, Ill., coincident with the establish- 
ing of a welding service department to 
handle welding rod problems for cus- 
tomers, announces the appointment of 
J. J. Flaherty to direct sales of armco, 
high carbon and low carbon welding 
rod wire. Mr. Flaherty was formerly 
in charge of welding for the Boston 
Elevated Railway. He will have head- 
quarters at Bridgeport, Conn. 

Bridgeport Brass Company, Bridge- 
port, Conn., has announced that Alfred 
W. Lockwood has joined its sales 
organization as a special representa- 
tive, operating out of the New York 
office, handling brass pipe and flush 
valves. For some years past he was 
connected with Cauldwell Wingate & 
Company, well known New York con- 
tractors. 


New Advertising Literature 


Plibrico Jointless Firebrick Company, 
Chicago, Ill., has issued a new edition 
of its catalog covering the subject of 
furnace lining. The booklet consists of 
86 pages, some of which are devoted to 
the installation of monolithic furnace 
linings and the use of this lining for 
furnace fronts, arches, side walls and 
bridge walls in boiler furnaces and for 
heating furnaces, baking’ ovens and 
other industrial furnace and miscel- 
laneous /applications. A copy of this 
catalog will be sent free on request to 
the company at 1130 Clay Street, Chi- 
cago. 

American Bridge Company, Pitts- 
burgh, Pa., engineers, designers and 
manufacturers of steel towers, poles 
and other steel structures, has issued 
its 1925 edition of “Transmission Tow- 
ers,” a 200-page illustrated catalog 
covering steel towers and poles. “Gen- | 
eral Specifications for Steel Radi’ 
Towers” is added. : 
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Where Experience Counts— 


Brill “Winner” Seats 


SS F or Electric Railway Cars 


All Brill Reversible Seats are equipped with 
the celebrated “Winner” mechanism, which 
has been proven in many years of service on 
both city and interurban cars. 


A minimum number of parts, pressed steel 
rockers, pedestal, aisle and wall plates insure 
light-weight seats which have the necessary 
strength to satisfactorily stand up under the 
severe service conditions. 


12 A complete line of Brill Seats also includes many particu- 
larly adapted to bus service. 
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AMERICAN Car Co. — 
st trouis MoO. CLEVELAND, OHIO. 


18 years of proof 


VER since the electrification of its New 
York terminal zone in 1906, the New a; 
York Central Railroad has used exclu 
sively G-E and Alco-built electric Remote hi 


— 


3 9 _ ie 


The performance cf these locomotives, 
especially their uniformly low maintenance € 
record over this entire period, is known to - 
many railway men as being not only notable — 


but unsurpassed. 


To the 73 units in service 9 more are being — 


added, in anticipation of the proposed Y= 
Side fh ee electrification. 
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